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PHILADELPHIA & GULF 
STEAMSHIP COMPANY 








Ownea by Shippers and carrying freight to and via 
Philadelphia, Charleston, S. C., and New Orleans. 


Connecting  { PENNSYLVANIA R. R. — 
at { BALTIMORE & OHIO R. R. % P. &G.S.8.Co. 
PHILADELPHIA PHILADELPHIA & READING RY. Pier wos ” pe ane Ave. 
with and all Steamer Lines’ J sy ee 
Connecting | TEXAS & PACIFIC RY. 4: pelos 
. | LOUISIANA RY. & NAVIGATION CO. | 5°r's Shegse 
wo cues { HONEA ASSIS Re act 
ae | NEW ORLEANS GT. NORTH’N R. R. | 


If You are a Shipper or Receiver; 


located anywhere in the East or Middle West, or in 
Louisiana, Mississippi, Arkansas, Oklahoma or Kan- 
sas, or in North Carolina, South Carolina or Georgia, 
you are interested in this line and should ask full 
information at once from the nearest traffic rep- 


resentative. 
G. B, DOWDY, Traffic Manager,)} N. F. KNIGHT, Sol. Freight Agent, 
Pier 19, N. Delaware Ave., *Phils., Pa. 632 Gravier St., New Orleans, La. 
C, H. GOODRICH, Gen. East. Agent, J. J. KLINE, Trav. Freight Agent, 
261 Broadway, New York, N. Y. 206 Milam St., Shreveport, La. 
W..G. HEWITT, Sol. Freight Agent, d. J. JERNEGAN, Agent, 
217 E. Balto. St., Balto., Md. Pier 11, Atlantic Whf.,’ Charleston,’s. Cc. 






‘in Two Parts—Part One 






DIRECTORY OF ATTORNEYS, 
AND ae AT 


PRACTICING BEFORE THE INTERSTATE 
COMMERCE COMMISSION. 


CHICAGO, ILL. 


CHARLES CONRADIS, 30 South Market St:; 
practice before the Interstate Commerce Com- 
mission. 

JOHN B. DAISH, 1410 Security Trust bldg.; 
Interstate Commerce cases only. 

WALTER E. McCORNACK, Suite 950, Com- 
mercial National Bank bldg.; Counselor at 
Law; For three years attorney, and special ex- 
aminer for Interstate Commerce Commission. 


CLEVELAND, OHIO. 
Cc. D. CHAMBERLIN, Rose bidg.; Attorney- 
at-Law. Commerce Counsel for The National 
Petroleum Association. 


CINCINNATI, OHIO. 

LITTLEFORD, JAMES, BALLARD, FROST & 
FOSTER, 1002-3-4-5 First National Bank bldg. 
Mr. E. E. Williamson associated on traffic mat- 
ters. 


NEW YORK. 

RICHARD J. DONOVAN, 170 Broadway; 
Counselor at Law; Preparation of cases and 
trials of cases before the Interstate Commerce 
Commission a specialty; Experts on railroad 
tariffs furnished ; Correspondence invited. 
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SHREVEPORT, LA. 


EMERSON BENTLEY, 224 First National Bank 
bldg.; Attorney at Law; Special attention to 
commerce practice before the Interstate Com- 
merce Commission and Railroad Commission of 
Louisiana. 


ST. LOUIS, MO. 


H. R. SMALL, 1605-14 Pierce bldg.; practices 
before the Interstate Commerce Commission. 
JOSEPH W. GRAVES, Attorney at Law, 8&7 
Times bldg.; practices before Interstate Com- 

merce Commission and all Courts. 


WASHINGTON, D. C. 


CHARLES CONRADIS, 506-7-8-9-10 Colorado 
bldg.; practice before the Interstate Commerce 
Commission and all Courts. 


CHAS. D. DRAYTON (formerly Attorney for 
the Interstate Commerce Commission), Colo- 
rado bldg. 


JOHN B. DAISH, 602-606 Hibbs bldg.; Inter- 
state Commerce cases only. 


ARTHUR 8B. HAYES, Attorney at Law, 
Colorado bidg.; former member of the Depart- 
ment of Justice as Solicitor of Internal Rev- 
enue; Interstate Commerce litigation a spe- 
cialty. 


LITTLEFORD, JAMES, BALLARD, FROST & 
FOSTER, 805-6-7-8 Westory bldg. Mr. E. E. 
Williamson associated on traffic matters. 


JEAN PAUL MULLER, Corcoran Bldg. (for- 
merly with I. C. C. and Dept. of Justice as Ex- 
pert Acct. and Spcl. Asst. U. S. Atty.). Spe- 
cialty: Financial and Operating Analyses, Cost 
of Service Tests and Comparisons in Interstate 
and Intrastate Rate Litigation. 
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A daily and weekly publication designed to fulfill the needs of 
shippers, carriers, lawyers and all others who desire to keep 
abreast with the developments in the traffic world. 
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THE TRAFFIC SERVICE BUREAU 
at Chicago, Il. 
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TOOTING OUR HORN. 

Tue TrarFric WoRLD is usually very modest in 
so far as the repetition of words of commendation 
concerning the value of the publication is concerned, 
but when two expressions like the following come 
to us in one mail, we believe we will be pardoned 
for the references. 

The first of these was from a prominent railway 
Official, and is as follows: “Tur Trarric Wor.Lp 
is the only paper I read, and I read every issue of 
it from cover to cover.” The other, “We would 
as soon think of trying to do business without either 
Dun or Bradstreet as without THe Trarric 
Wortp,” came from one of the largest shipping 
concerns in the country. 
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CAPITALIZING GOOD NATURE. 


A newspaper editorial from Helena, Mont., tends 
to inspire somewhat cynical thoughts among prac- 
tical members of the railway fraternity. The 
writer’s verbal arrows fly all around the target sug- 
gested by the occasional quarter passed to the Pull- 
man-car porter, but fail to hit the bull’s-eye with a 
straight shot sentence. After indefinite comments 
upon Pullman net earnings, and using a few stock 
newspaper phrases, such as “surplus of tremendous 
proportions,” “watermelon,” “concealed earnings,” 
“additional water,” etc., he descends to a new level 
in discussing the tips to the porters, saying: “On 
each of these the company saves from a dollar to a 
dollar and a half per day, and this the traveling pub- 
lic pays, while the company shows excessive profits 
on its operation.” 

Now the public is bound to pay the Pullman 
porters whose services it employs, and probably in 
the long run the cost as a whole will not vary 
greatly whether the payments are made direct from 
hand to palm or through the treasury of the car- 
owning company in the form of operating expenses, 
The thing worth consideration is that there is a real 
kick on this point, and its cause is as much a mat- 
ter of psychology as of economics. The traveling 
American citizen hates to think that his good nature 
is being capitalized. 


SECTION FOUR AS A WORK MAKER. 


It is quite possible that the men who were re- 
sponsible for the elimination of the phrase, “under 
substantially similar circumstances and conditions,” 
from the fourth section of the Act to Regulate Com- 
merce, did not fully realize what such a changing 
of the laws would mean. It was known that the 
original section had permitted rank discrimination 
between different localities and the desire to right 
these wrongs particularly as they effected the in- 
termountain country was responsible for the 
elimination spoken of. 

Under the terms of the amended section the In- 
terstate Commerce Commission was given author- 
ity to relieve carriers from the operation of the 
statute, and while it has been argued by not a few 
that the change in the verbiage made no substantial 
change in the intent of the law, the announcement 
by the Commission in its last annual report that 
more than 5,700 applications for relief had been 
filed indicates that to most of the carriers at least, 
the change was thought to be very material. 

When the number of these applications, each of 
which must be treated by the Commission as a 
formal complaint, is compared with the total of only 
4,570 formal complaints which have been filed with 



























































RE NS eS. 


cals 





fi i PTO 





heyery 





486 


that department during its entire existence, a more 
adequate conception of the magnitude of the prob- 
lem, as it confronts the Commission, is obtained. 

In the Spokane case which was decided last sum- 
mer, the Commission, in reviewing somewhat at 
length the history of the long-and-short-haul pro- 
vision, said that when the Act to Regulate Com- 
merce was passed in 1887, there were thousands of 
instances in all parts of the country in which this 
section was violated. 

After citing and commenting upon a number of 
Commission and court decisions upon the subject of 
relief from the law as originally enacted, there are 
enumerated a number of elements which should be 
considered in determining as to whether or not per- 
mission to deviate from the section as amended 
should be granted. 

That these elements have been carefully studied 
and are felt not to apply in many of the present-day 
rate adjustments, is evidenced by the increasing 
number of rate readjustments asked for under Sec- 
tion Four. 


Additional Elevation Cases 


—_— 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
The Commission in certain proceedings having en- 
tered orders touching the payment of elevation allow- 
ance against various common carriers subject to the 
Act to regulate commerce engaged in the transportation 
of grain to, through and from Missouri River points, in 
which proceedings certain common carriers, which also 
engage in like transportation, were not made respond- 
ents and are not subject to those orders, has now issued 
an order to the effect that a proceeding of investigation 
be instituted as to the payment of elevation or transfer 
allowances at Missouri River points by carriers engaged 
in the transportation of grain to, through or from such 
points, with a view to the making of an order with re- 
spect to the payment of such allowances or transfer 
charges for the handling of such grain. The Chicago & 
Alton, Chicago Great Western, Wabash, Chicago & North- 
western and the Chicago, Milwaukee & St. Paul Railway 
Company are made parties to the proceeding, and the 
matter has been assigned for hearing on March 16, be- 
fore the Commission in Washington. 


ASSOCIATION SMOKER. 

The March luncheon and smoker of the Chicago 
Transportation Association at the Great Northern Hotel 
on Thursday, March 21, will be an unusual event. 

Being the first luncheon since the 1,000 member- 
ship goal was passed, the occasion will be in the nature 
of a celebration of that event (nothing stronger than 
coffee, however, being upon the bill of fare), and the 
speaker for the day, the Hon. David R. Forgan, presi- 
dent of the National City Bank, as well as his topic, 
“Monetary Reform,” will combine to form a drawing 
card which will unquestionably tax the capacity of 
the big dining-room. 
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TRIALS IN SHIPPERS’ TERRITORY 





It is a long time to June 30, 
the last day of the current 


fiseal 
year, wherefore it is unwise to at. 
tempt prophecy with regard to the 


Commerce Court or any other mat- 
ter affecting the railroad and ship 
ping interests of the country as 
affected by legislation now pending. 
The flank attack upon the Commerce 
Court—that of starving it to death 
by refusing to make appropriations 
for support of it—will not be decided before the end of 
the fiscal year. At least it now looks as if practically 
all the appropriation bills will hang fire until the last 
minute. 

Unless pressure is brought upon members of the 
House by the business element, the starving process 
will be applied to the court by the House. If the ship- 
ping interests of the country are satisfied that the court 
is a menace to the Commission and refuses to protest 
to members of the House, the starving proposal will go 
through that body. 

One of the counts in the indictment against the 
court is that it forces litigants to bear the “great ex- 
pense” of coming to Washington with their troubles. 
The inference the average man draws from that is that 
the creation of the court caused another burden to be 
placed upon the shippers who have real, not fancied 
grievances against the railroads of the country. Such 
an inference is wholly unwarranted and is flatly in 
opposition to the truth in so far as the matter of ex- 
pense is concerned. 


In the first place, if it is necessary for the court 
to take testimony, which it thinks it is forced to do 
sometimes, the court goes to the litigants. For instance, 
in the Florida East Coast case, the testimony is being 
taken in Florida, and the testimony in the lemon rate 
case will be taken at Los Angeles, where the witnesses 
live. 

Had the old system prevailed, when those 
came before the Circuit Court the testimony would 
have had to be taken in the jurisdiction of the court— 
at Chicago probably in the lemon rate case, and in 
Atlanta probably in the Florida case. 

Under the old system of having the ordinary Circuit 
Court deal with orders of the Commission, the railroads 
could force the complainants before the Commission, to 
go to the district in which the principal office of the 
complaining railroad is situated. For instance, if 4 
California complainant got an order involving the Boston 
& Maine, that company could force him to go to court 
in Boston, if that is its home, and there try the case. 

In other words, a compldining shipper might first 
have to bring his lawyer and witnesses to Washington, 
for the purpose of a hearing. If the hearing were held 
in the home of the complainant, he would at least have 
to come to Washington to make argument on his com- 
plaint. Then, if he won his case, it lay with the cal- 
riers as to where they would compel him to go to get 
his order tested in the courts. 

Under the Commerce Court system everything ‘5 
done in Washington, if the litigant so desires. If it is 
necessary for the Commerce Court to take testimony, 
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and the parties find it more convenient to give testi- 
mony at some place other than Washington, one of the 
judges goes to the point of greatest convenience. It 
js never Within the power of the appealing carrier to 
force the complainant to go to the expense of trying 
his case at the point where it will be the most expensive 
for him. 


Abolition of the court by direct vote, as proposed 
in the Sims bill, would restore the old way of carrying 
on such litigation. Nobody knows exactly what result 
would follow the refusal of Congress to make appro- 
priations for the support of the court. Confusion and 
uncertainty would be the probable result, leaving those 
who have cases taken from the Commission to the court 
in doubt as to how to proceed. The judges, of course, 
would get their salaries, even if necessary to go to the 
Court of Claims. This Congress might not appropriate 
money to satisfy confessions of judgment such as the 
attorney-general would make in cases brought in the 
Court of Claims, but some day a Congress would come 
along that would pay them. 


Of course, abolition of the court would not get rid 
of the judges. It would simply send them out to do 
work as ordinary circuit judges, and spread their work 
over the country instead of concentrating it in Wash- 


ington, where it takes four of them to render a judg- 
ment. 


There is not a question before the people anywhere 
that cannot be solved by Congress and the law-making 
bodies of the states. 
quires thought. 


But that is a slow way and re- 


The order of the Commerce Court in the Kentucky 
coal case ought to convince shippers that, if properly 
presented, the Commerce Court is for their protection 
just as much as it is for that of the carriers. In that 
case the court compelled the Louisville & Nashville 
and the Southern to furnish cars for the transportation 
of coal, something which the Commission could not 
have done, and which the ordinary Circuit Court might 
have had difficulty in seeing how it could do. 


Flour Rate to Coast 





THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


W. D. Kerr made the opening argument in the case 
of the Blodgett Milling Co. against the Chicago, Mil- 
waukee & St. Paul, the Great Northern, Soo Lines et 
al. which covers rates on rye between producing points 
to western markets. The issue is whether the Blodgett 
Milling Co. is entitled to know the transportation cost 
on rye flour from Minneapolis to north Pacific coast 
points. They have a rate from Janesville of 75 cents 
on flour, whereas Minneapolis is only 70 cents, but they 
have no transit rate, whereas Minneapolis has a milling- 
in-transit privilege, from rye coming in from connecting 
lines; this enables Minneapolis to go into a territory 
to which they are not geographically entitled for their 
grain. 

He was not willing, however, to go on record as 
Saying that milling in transit should not apply to grain 
on which there is a back haul. 

Intermission to 2 p. m. 
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DECISIONS OF COMMISSION 


Interstate Commerce Commission Hands Down 
Rulings on Contested Cases 


———— 


Cannot Claim Switching Fees 


—— 


OPINION NO. 1793 

NO. 4254. 22 I. C. C. REP., P. 540.) ALAN WOOD 

IRON & STEEL CO. VS. PENNSYLVANIA RAIL- 
ROAD CO. ET AL. 


Submitted Feb. 8, 1912. Decided Mar. 4, 1912. 


1. Complainant owns and operates a modern steel] plant in the 
Schuylkill Valley in Pennsylvania. Interchange tracks 
were constructed under agreements between complainant 
and defendants, some of them on land of complainant, 
some of them on land of defendants, and some of them 
partly on the land of complainant and partly on that of 
defendants, at the joint expense of complainant and defend- 
ants, and with the understanding that complainant would 
do its own switching to and from those interchange tracks. 
Complainant asks that defendants be required to perform 
the switching to and from loading and unloading points 
in the plant or make an allowance to complainant for 
performing that service. 

2. At some steel plants in the Schuylkill Valley which are com- 

- petitors of compainant, defendants perform the switching 
service, at other plants it is performed in part by defend- 
ants and in part by the owners of the plant, and at still 
other plants it is performed by the owners of the plant to 
and from interchange tracks; Held, That complainant has 
a right to demand that so long as defendants perform 
that service for competing plants in the Schuylkill Valley 
territory they shall perform the same service for com- 
plainant, but that under the facts in this case, complain- 
ant must exercise its right to terminate the agreements 
which it entered into for the construction of the inter- 
change tracks and make proper refund to defendants of 
sums thus expended by them for that purpose which 
would not have been expended if defendants were to do 
the switching, before it can be heard to complain of 
unjust discrimination or to demand reparation; Held fur- 
ther, That without finding or even suggesting that switch- 
ing allowances made by one of the defendants at Pitts- 
burgh and at Johnstown, Pa., are lawful, or that they 
may not constitute undue discrimination against others, 
they do not subject this complainant to undue discrimina- 
tion. 


Clement B. Wood for complainant. 

George Stuart Patterson for Pennsylvania Railroad 
Co. 

William L. Kinter for Philadelphia & Reading Rail- 
way Co. 

Report of the Commission. 
CLARK, Commissioner: 

In this proceeding complainant seeks the removal 
of alleged unjust discrimination in that defendants do 
not place or “spot” cars at loading and unloading points 
within its plant at Ivy Rock, Pa., the receipt and de- 
livery taking place at so-called interchange tracks. The 
Commission is asked to prescribe the lawful practice 
and to award reparation. 

Complainant corporation is engaged in the manu- 
facture of iron and steel. It owns and operates a rolling 
mill plant at Conshohocken, Pa., on the tracks of and 
served by the Philadelphia & Reading Railway Co., 
hereinafter referred to as the Reading, at which the 
Reading has for many years switched, and now switches, 
cars without charge. This plant is not directly involved 
in this complaint. 

Complainant also owns and opeartes a modern steel 
plant at Ivy Rock, Pa., at which steel billets are manu- 
factured, and at which complainant owns and uses cer- 
tain sidings and tracks. Ivy Rock is located.on the east 
side of the Schuylkill River, 14.9 miles from Philadel- 
phia, and is reached by the Schuylkill division of the 


Pennsylvania’ Railroad Co., hereinafter referred to as the 
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Pennsylvania, and the Plymouth branch of the Reading. 
At Swedeland, on the opposite side of the Schuylkill 
River, are the blast furnaces of Richard Heckscher & 
Sons Co., the capital stock of which is owned by com- 
plainant. 

The Upper Merion & Plymouth Railroad, 1.62 miles 
long, and which was completed about April 1, 1911, 
constructed a bridge across the river and operates be- 
tween and in complainant’s plants. Its tracks are con- 
nected with the sidings and tracks of complainant, and, 
through them, with the tracks of defendants. Since this 
line commenced operation it has performed the service 
of switching cars between points of loading and unload- 
ing at the plant and the interchange tracks. 

A large volume of testimony, exhibits, and arguments 
as to details of plant and track construction, location and 
operation is presented in the record. It appears that 
some of the tracks are on land owned by complainant 
and some of them on land owned by defendants. 
Whether on the land of defendants or of complainant, 
or partly on one and partly on the other, the tracks 
were constructed under arrangements mutually made be- 
tween complainant and defendants. Some of complain- 
ant’s interplant tracks are standard gauge and some of 
them are narrow gauge. 

The Upper Merion & Plymouth Railroad is really 
an intermill road and is engaged principally in hauling 
materials between complainant’s plants on either side 
of the river. 

The Ivy Rock plant was completed and began oper- 
ation about July 1, 1903. It was designed by an expert 
consulting engineer. Complainant admits that the layout 
of the tracks and sidings within the plant was deter- 
mined by complainant and its engineer without con- 
sulting defendants. It states in its reply brief that: 


The original track arrangement was designed for the most 
economical possible handling of the freight from the railroads 
to the loading and unloading points, regardless of the ownership 
of the locomotive which would do the spotting. The arrange- 
ment of the sidings is comparatively simple, following a well- 
thought-out plan. The testimony was that the tracks were 
well laid out for the switching work. 


A witness for defendants testified that the arrange- 
ment of the plant was the best he had seen. 

Before the plant was completed negotiations were 
entered into with defendants for track connections 
Those with the Reading resulted in the construction 
of a siding or turnout on the land of the complainant, 
connecting with the Plymouth branch of the Reading 
and the plant tracks. A small spur track connecting 
with this siding and with the tracks of complainant 
was also constructed, apparently primarily to connect 
complainant’s so-called interchange tracks with the tracks 
of the Reading and with the long siding for storage 
purposes. The cost, which was entirely borne by the 
Reading, was $10,979. The title to the ties and the rails 
is retained by the Reading, and the agreement under 
which the tracks were constructed is terminable by 
either complainant or the Reading on 90 days’ notice. 

The construction of these tracks was the outcome 
of correspondence in which a former president of com- 
plainant on April 15, 1903, wrote an official of the 
Reading: 

What the Alan Wood I, &. S. Co. want is a siding, con- 
necting with their present system of tracks, and over which 
they can run their own engine, and do their own shifting, and 


which must be on their own _ property. 
The original plan of the Pennsylvania for a track 


connection between its tracks and those of complainant 
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contemplated that the Pennsylvania should spot cars at 
loading and unloading points. This plan was not accept- 
able to either the Pennsylvania or complainant. It was 
finally agreed to construct two tracks, and they were 
built on the land of the Pennsylvania at an expense 
to the Pennsylvania of $7,463 and to complainant of 
$7,088. Subsequently, in 1904, it was found that the 
two tracks were not sufficient and two more were built, 
partly on land of complainant and partly on that of 
the Pennsylvania, at an expense to the Pennsylvania 
of $2,184, complainant doing the grading. These four 
tracks were constructed under agreements terminable 
by either party~on 60 days’ notice. 

It clearly appears—in fact, it is conceded—that in 
building the plant and designing its trackage complain- 
ant had in contemplation that it was .to perform the 
service of spotting cars from and to the interchange 
tracks. That was also the understanding under which 
the interchange tracks were constructed. Complainant 
avers that it was not until 1906 that it became acquainted 
with the fact that defendants were performing the 
switching for other plants. As has been seen, however, 
such service had been performed for it at Conshohocken 
for a long period. 

Beginning in May, 1906, and continuing at least until 
May, 1910, considerable correspondence passed between 
complainant and defendants, in which complainant stated 
that it was being discriminated against by failure of 
defendants to perform the switching service for it while 
they were performing it for complainants’ competitors, 
and in which complainant demanded that defendants 
should perform the switching or make an allowance to 
complainant for performing it. 

Defendants considered and construed complainant’s 
position as simply demanding an allowance for the 
switching. But, taken by itself, or in connection with 
the testimony on that point, it seems that complainant 
did clearly demand the performance of the switching by 
defendants or the alternative of an allowance to com- 
plainant. We think, however, that this correspondence 
must, as will be later noted, be considered in connection 
with agreements and understandings between complainant 
and defendants, and with other actions of complainant. 

On the question of unjust discrimination and undue 
preference defendants state in their brief: 


There is no dispute as to the practices of both defendants 
alleged by complainant to constitute an unjust discrimination 
against it. By a long-established custom in the Schuylkill Valley 
and vicinity, both defendants spot cars for loading and unload- 
ing at certain industries, some of which compete with com- 


plainant, such industries having sidings extended and multiplied 
with the increased number of buildings and having no inter- 
change track. 

But ask: 

Does the spotting of cars by carriers upon spur sidings ex- 
tended and multiplied with the growth of the industries at 
plants having no interchange tracks constitute unjust discrimi- 
nation as against a complainant which has requested railroad 
companies to construct, or to connect with, its interchange 


tracks and which has expressly designed its plant trackage for 
the purpose of doing its own switching? 


There is, we think, substantial similarity of con- 
ditions as between complainant’s plant and other plants 
in the lower Schuylkill Valley at which defendants per- 
form the switching. They are engaged in the manu- 
facture of steel by the same process, are competitive, 
use the same raw materials drawn from the same sources, 
sell in the same markets, and pay substantially the 
same freight rates inbound and outbound. Complainant 


lays particular stress upon the conditions which exist 
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at Coatesville, Phoenixville and Pencoyd, Va., where de- 
fendants perform the switching. All of these plants, 
as compared with that of complainant, are old and rep- 
resent a gradual growth. At some of them the loading 
and unloading points are more numerous and the mile- 
age of sidings is greater than at Ivy Rock. 


There are some exceptions to the general rule that 
the carriers do the spotting. For instance, high curva- 
ture on sidings in complainant’s plant at Conshohocken 
requires the spotting of cars in part by the use of 
horses. At the tube works department of the Reading 
Iron Co. at Reading, Pa., the Reading does not spot 
cars loaded with inbound freight. A greater amount of 
{ntermill switching and similar situations with respect 
to conditions under which the locomotives of the de- 
fendants must operate obtain at other plants. The 
length of sidings, the time required in switching, the 
number of deliveries, crews and engines are greater at 
other plants. The difference mainly relied upon by 
defendants is the presence or absence of designated in- 
terchange tracks. 

Some steel plants are satisfied to have the carriers 
spot the cars as a service included in the transportation 
charge. Other steel plants, having interchange tracks, 
prefer for reasons of their own to switch and spot cars 
from such interchange tracks. 

At the plant of the American Bridge Co. at Pen- 
coyd, which is directly in competition with complainant’s 
plant, the Pennsylvania Railroad, since May, 1911, has 
received and delivered cars on the interchange track. 
The Reading does the switching at the north end of 
its tracks and receives and delivers cars only on the 
interchange track at the south end. It places cars of 
dolomite and coal for unloading on the track near the 
middle of the plant. Complainant admits that the pres- 
ent practice of the Pennsylvania at Pencoyd does not 
constitute a basis for complaint of discrimination against 
it. It does not, however, appear that the arrangement 
at Pencoyd is unsatisfactory to the mill people. 


At certain plants the defendants deliver and receive 
carload freight on interchange tracks, among which are 
the Eastern Steel Co., Bethlehem Steel Co., Midvale 
Co., Pennsylvania Steel Co., United States Pipe Co., 
American Bridge Co. and the Sun Oil Co. 


Defendants seek to make a distinction as to the 
duty resting upon them at plants where certain tracks 
have been designated and are used as interchange tracks 
and at plants where such designation has not been made 
and such practice is not followed. They also seek to 
distinguish between the old plants that have grown 
gradually into large plants and where the performance 
of the switching originally undertaken has extended as 
the plant has grown, and modern plants that are con- 
structed under plans for their complete and maximum 
operation. 

The Reading considers that it would not be prac- 
ticable for it to spot cars at Ivy Rock, because there 
would be constant interference by its locomotives with 
those of the Pennsylvania and of complainant. The 
Pennsylvania claims that on the present layout of the 
tracks connecting with the interchange it is not prac- 
ticable for it to do the switching. This is denied by 
complainant, who alleges that it is not necessary that 
cars shall be placed at particular or specified hours. 
However, substantially the same situation obtains at 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 










489 


other plants in the lower Schuylkill Valley and has not 
prevented the switching of cars at such plants by de- 
fendants. While inconvenience might be encountered, 
and while it is possible that if defendants performed 
the switching desired complainant might find the con- 
dition thereby created undesirable or intolerable, it does 
not appear that there is any insuperable difficulty in 
the way of the performance of that service by defend- 
ants. What complainant desires is that defendants shall 
either place the inbound loads at the proper points for 
unloading, and empty cars at the proper points for load- 
ing, and take the outbound loads from the loading places, 
or reimburse complainant for performing that service 
for itself. 

That it is the carrier’s duty to accord equality of 
service and equality of rates to all under substantially 
similar circumstances and conditions is beyond question. 
A carrier may not perform a switching service for one 
plant and decline to perform it at a competing plant 
in the same general territory on the’ ground that it is 
more convenient to perform the service at the one plant 
than at the other, or because it has been customary to 
do it at one and not at another. We do not think that 
the designation or the construction of an interchange 
track at one plant justifies the carrier in refusing to 
perform at that plant the same service which it per- 
forms at a competing plant where such interchange has 
not been designated or provided. We think that this 
complainant has the undoubted right to demand of these 
defendants the same services which they perform for 
complainant’s competitors in the same territory. 

The switching service here referred to is that neces- 
sary to the placing of inbound loaded cars at proper 
points for unloading, the placing of cars at proper places 
for loading, and the taking from points of loading out- 
bound loaded cars. It does not contemplate interplant 
switching between the different buildings or tracks com- 
posing the plant and which is a necessary part of the 
conduct of complainant’s interplant work or process of 
manufacture. 

Complainant states its case in the following language: 


Under section 15 of the act, the railroads under these cir- 
cumstances might voluntarily give to the complainant an allow- 
ance covering the reasonable cost of the service performed by 
complainant. Clearly, however, they are not obliged to give the 
allowance if they prefer to provide the service, and the Com- 
mission is not asked to enter an order for an allowance. The 
complainant’s position is that it is the duty of the railroads, 
in view of the practice at other plants, to perform the tn er 
at Ivy Rock without charge, and that they should be compelle 
to do this in order to end the discrimination. 


The decisions in General Electric Co. vs. N. Y. C. & 
H. R. R. R. Co., 14 I. C. C. Rep., 237; Solvay Process 
Co. vs. D., L. & W. Ry Co., 14 I. C. C. Rep., 246; or 
Crane Iron Works vs. C. R. R. of N. J., 17 I. C. C. Rep., 
514, do not apply here. In the first two of those cases 
the industries were not willing that the carriers should 
do the switching. An allowance only was sought. In 
the Crane case the allegations that the plant of the com- 
plainant was grouped with certain other plants of a 
similar nature in a defined territory to and from all 
points in which rates were the same; that deliveries of 
carload freight were madé to other industries in com- 
petition with the complainant at various points in this 
group, but were not made at the industry of the com- 
plainant, and that thereby discrimination was worked 
against complainant, were not decided because of lack 
of evidence. 

As has been seen, there are in the Schuylkill Valley 














































490 THE TRAFFIC WORLD AND TKAFFIC BULLETIN 






‘steel plants at which defendants perform the switching 
service, there are other plants at which that service is 
performed in part by defendants and in part by the 
Owners or operators of the plant, and there are still 
other plants at which the owners or operators prefer 
to do their own switching to and from interchange tracks 
on which cars are left and from which they are taken 
by defendants. This condition has obtained for a num- 
ber of years, and, as before stated, complainant’s plant 
was designed and constructed, and the interchange tracks 
at that plant were constructed, under a clear mutual 
understanding that complainant was to perform its own 
switching. 

As has also been seen, the interchange tracks were 
constructed under agreements entered into between com- 
plainant and defendants terminable by either party on 
specified notice. While in the correspondence that has 
been referred to complainant strongly insisted that de- 
fendants should either perform the switching or make 
complainant an allowance in lieu thereof, it did not 
exercise its right to terminate the agreements under 
which the interchange tracks were constructed, nor did 
it at any time tender to either defendant reimbursement 
for the amount expended by that defendant in construc- 
tion of the interchange tracks under such agreements. 

By the tenor of the contracts, which provide that 
the present arrangement may be terminated by either 
party upon notice, complainant has possessed and now 
possesses the right to change its mind about performing 
the switching for itself and has an undoubted right to 
demand that so long as defendants perform that service 
for competing plants in the Schuylkill Valley territory 
they shall perform the same service for complainant, 
but we think that under the facts which have been noted 
complainant must exercise its right to terminate the 
agreements which it entered into for the construction 
of these interchanges and make proper tender of refund 
to defendants of sums thus expended by them for that 
purpose, and which would not have been expended if 
defendants were to do the switching, before it can be 
heard to complain of unjust discrimination, or to de- 
mand reparation. 

Under the conditions disclosed by this record we 
are unable to find that complainant has been unjustly 
discriminated against because of failure of defendants 
to perform the switching in question. 

The Reading makes no switching allowance to any 
industries on its line and is not involved in this part 
of the complaint. 

At a number of industries at Johnstown and Pitts- 
burgh, Pa., engaged in the manufacture of iron and 
steel, the Pennsylvania does not perform the switching 
or spetting of cars, but places them on interchange 
tracks of the industry or of a terminal railroad company 
owned or controlled by the industry and makes an 
‘allowance to the industry or to its terminal railway. 

The Union Railroad Co. serves various plants of the 
Carnegie Steel Co. and the American Steel & Wire Co., 
and it is owned or controlled through ownership of its 
capital stock by the Carnegie Steel Co. This railroad 
performs the switching service and receives an allowance 
from the Pennsylvania out of the rate. 

The Monongahela Connecting Railroad Co., affiliated 
with the Jones & Loughlin Steel Co., receives an allow- 
ance. Complainant avers that it comes into competition 
with the steel companies at Johnstown and Pittsburgh. 
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The only raw materials on which allowances are 
made at Pittsburgh or Johnstown and which are also 


used by complainant are limestone and ore. The quan. 
tity of ore used by complainant is inconsiderable. Com- 
plainant states in its brief that practically all its lime. 
stone comes from two stations in the state of Pennsy)l- 


vania on the Reading. 

Complainant relies upon Buffalo Union Furnace (Co. 
vs. L. S. & M. S. Ry. Co., 21 I. C. C. Rep., 620. But 
that case was founded upon almost identically similar 
circumstances and conditions in the same territory. The 
plants in thePittsburgh district, which includes Johns- 
town, are in a different and separate rate territory both 
as to inbound materials and outbound products. Neither 
of the defendants makes any switching allowance in 
the Schuylkill Valley. Complainant is on an equality 
with all others under the same circumstances and con- 
ditions in that respect. 

Without finding or even suggesting that the allow. 
ances which are made at Pittsburgh and at Johnstown 
are lawful, or that they may not constitute undue dis- 
crimination against others, which questions are at issue 
in an invetigation which we are now conducting, we 
are of the opinion that they do not subject this com- 
plainant to undue discrimination. 

The complaint will be dismissed. 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 4th day of March, A. D. 1912. 

Charles A. Prouty, Judson C. Clements, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Charles C. Mc- 
Chord, Balthasar H. Meyer, Commissioners. 

No. 4254. ALAN WOOD IRON & STEEL CO. VS. THE 

PENNSYLVANIA RAILROAD CO. ET AL. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


Cottonseed Rates Discriminate 


OPINION NO. 1787 

NO. 4299. (22 I.C.C. Rep., P. 537.) MEMPHIS FREIGHT 

BUREAU ET AL. VS. ST. LOUIS SOUTHWESTERN 
RAILWAY CO. ET AL. 


Submitted Feb. 5, 1912. Decided Mar. 4, 1912. 


Rates on cottonseed from various points in Missouri and Arkan- 
sas to Memphis, Tenn., found to be unreasonable and unduly 
discriminatory. Reasonable maximum rates prescribed 


T. K. Riddick for complainants. 

S. H. West, Roy F. Britton and J. D. Watson for 
St. Louis Southwestern Railway Co., Pine Bluff Arkansas 
River Railway and Paragould Southeastern Railway Co. 

Report of the Commission. 

CLARK, Commissioner: 

In Memphis Freight Bureau vs. St. L. S. W. Ry. Co., 
20 I. C. C. Rep., 33, the Commission condemned certain 
rates on cottonseed from points on the lines of de 
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fendant in the states of Missouri, Arkansas and Louisi- 
ana to Memphis, Tenn., and prescribed maximum rates 
for the future. 

As the complaint now considered is in substance 
and effect supplemental to that proceeding, we will not 
here repeat what was there said relative to the general 
sitaution and the reasons for prescribing lower rates. 

In Memphis Freight Bureau vs. St. L. S. W. Ry. Co., 
supra, rates from points on defendant’s main line as far 
north as and including Malden, Mo., were complained 
of. It now appears that because of lack of information 
as to points at which cottonseed is produced points 
north of Malden were not included in the original com- 
plaint, and the rates therefrom are now brought in issue. 

It also appears that in the former proceeding com- 
plainant intended to include rates from points on the 
Paragould Southeastern Railway and on the Pine Bluff 
Arkansas River Railway, but as those companies were 
not named as defendants, the rates from those points 
were not passed upon. 

In the instant case, complaint is made against the 
rates on cottonseed from points on the main line of the 
St. Louis Southwestern Railway as far north as Illmo, 
Mo., but in the record it is conceded that complainant 
is not interested in the rates from main line points 
north of Bernie. Rates on the same commodity from 
points on the Cairo branch and the New Madrid branch 
of the St. Louis Southwestern Railway are also com- 
plained of as unreasonable per se and as unjustly dis- 
criminatory against Memphis and in favor of St. Louis 
and East St. Louis. 


The rate on cottonseed to St. Louis and East St. 
Louis from all points on the St. Louis Southwestern 
Railway north of Malden to and including Illmo and 
from all points on the Cairo and New Madrid branches 
is 10 cents per 100 pounds; the rate from the same 
points to Memphis is 15 cents per 100 pounds. From 
Bernie, which is understood to be the most northerly 
main line point.at which cottonseed is produced, and 
from all points on the Cairo and New Madrid branches, 
the distances are less to Memphis than to East St. Louis. 
From Bernie the distances to Memphis and to East St. 
Louis are substantially equal. Counsel for defendants 
admitted on the argument that defendant St. Louis 
Southwestern would not seriously object to having the 
rate fixed in the former proceeding from Malden to Mem- 
phis extended to include Bernie. 


The Paragould Southeastern Railway connects with 
the St. Louis Southwestern Railway at Paragould, Ark., 
and extends to Blytheville, Ark., a distance of 38 miles. 
The Pine Bluff Arkansas River Railway connects with 
the St. Louis Southwestern at Rob Roy, Ark., and extends 
to Reydel, Ark., a distance of 24 miles. It is admitted that 
these two lines are controlled by the St. Louis South- 
western, which owns all of the stock and bonds of the 
Pine Bluff Arkansas River Railway Co. and 56 per cent 
of the stock of the Paragould Southeastern Railway Co. 

All points on the lines of these subsidiary com- 
panies are substantially nearer to Memphis than to East 
St. Louis. 

Without reciting all of the contentions and argu- 
ments, although same have been fully considered, and 
referring to our report and order in Memphis Freight 
Bureau vs. St. L. S. W. Ry. Co., supra, we find that the 
tates on cottonseed from main line points on the St. 
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Louis Southwestern Railway north of Malden, Mo., to 
and including Bernie, Mo., and from points on the Cairo 
and New Madrid branches to Memphis are unreason- 
able and unduly discriminatory and that for the future 
they should not exceed 12% cents per 100 pounds from 
said main line points and 13% cents per 100 pounds 
from said branch line points. 

In the former proceeding we found that a reasonable 
rate on cottonseed from Paragould to Memphis should 
not exceed 12% cents per 100 pounds, and in fixing 
rates from branch line points we found a reasonable 
rate to be 1 cent higher than from the junction point 
of the branch line with the main line. We find that 
the rates on cottonseed from points on the Paragould 
Southeastern Railway to Memphis are unreasonable and 
unduly discriminatory and that for the future they should 
not exceed 13% cents per 100 pounds from stations Bard 
to Hornersville, inclusive, and should not exceed 14 
cents per 100 pounds from stations Paepcke to Chicka- 
sawba, inclusive. 

In the former proceedings we prescribed as a rea- 
sonable maximum rate on cottonseed to Memphis from 
Rob Roy, the junction between the Pine Bluff Arkansas 
River Railway and the St. Louis Southwestern Railway, 
12% cents per 100 pounds. We find that the present 
rates on cottonseed from points on the Pine Bluff Ar- 
kansas River Railway to Memphis are unreasonable and 
unduly discriminatory and that for the future they 
should not exceed 13% cents per 100 pounds. 


Reparation is prayed for in the complaint, but little 
or no attention was paid to that feature in the hearing 
or argument. 


When the order in the previous case was complied 
with defendants reduced the rates from points on the 
Pine Bluff Arkansas River Railway and from points on 
the Paragould Southeastern Railway to Memphis, apply- 
ing what they conceived to be a logical application of 
the principles underlying the Commission’s findings. It 
appears that all, or practically all. of the cottonseed 
moving from stations on the Pine Bluff Arkansas River 
Railway goes to Pine Bluff, Ark., which is only 38 miles 
from the most distant of these stations and at which 
several cotton-oil mills are located. It appears that the 
movement of the cottonseed is largely influenced, if not 
controlled, by the ownership of the cotton gins and that 
such ownership of. gins at stations on the Paragould 
Southeastern Railway induces the movement of the seed 
largely to the East St. Louis mills, the rates from these 
stations at the present time being the same to Mem- 
phis and to East St. Louis. 

No reparation was involved in the former proceed- 
ing, and, in view of the voluntary reductions made by 
defendants from stations on these subsidiary lines at 
the time our former order was complied with, we do not 
find that complainants have been damaged by the present 
rates or that reparation is due them. 

An order will be entered prescribing the future rates 
herein found to be reasonable. 


ORDER. 
At a general session of the Interstate Commerce 


Commission, held at its office in Washington, D. C., on 
the 4th day of March, A. D. 1912. 


Charles A. Prouty, Judson C. Clements, Franklin K. 
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Lane, Edgar E. Clark, James S. Harlan, Charles C. Mc- 
Chord, Balthasar H. Meyer, Commissioners. 


No. 4299. Memphis Freight Bureau, for Gayoso Oil 
Works; Memphis Cotton Oil Co.; De Soto Oil Co.; 
Crescent Cotton Oil Co.; Phoenix Cotton Oil Co.; 
and Perkins Cotton Oil Co. vs. St. Louis South- 
western Railway Co.; the Paragould Southeastern 
Railway Co.; and Pine Bluff Arkansas River Railway. 


1. This case being at issue upon complaint and 
answers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission being of the opinion that defendants’ pres- 
ent rates applied to the transportation of cottonseed in 
carloads from points hereinafter named on their re- 
spective lines in the states of Missouri and Arkansas to 
Memphis, Tenn., are unjust, unreasonable and unduly 
discriminatory, and that the rates named in paragraphs 
3, 4 and 5 hereof would for the future be just and 
reasonable for the service, and having made and filed 
a report containing its conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

2. It is ordered, That the above-named defendants, 
according as they participate in the traffic, be, and they 
are hereby, notified and required to cease and desist, 
on or before the 15th day of April, 1912, and for a 
period of not less than two years thereafter abstain, 
from exacting their present rates for the transportation 
of cottonseed in carloads from points named in para- 
graphs 3, 4 and 5 hereof in the states of Missouri and 
Arkansas to Memphis, Tenn. 

3. It is further ordered, That defendant St. Louis 
Southwestern Railway Co. be, and it is hereby, notified 
and required to establish and put in force, on or before 
the 15th day of April, 1912, and maintain in force there- 
after during a period of not less than two years, and 
apply to the transportation of cottonseed in carloads, 
rates which shall not exceed 12% cents per 100 pounds 
from main line points on its line north of Malden, Mo., 
to and including Bernie, Mo., and 13% cents per 100 
pounds from points on its Cairo and New Madrid 
branches to Memphis, Tenn. 

4. It is further ordered, That defendants St. Louis 
Southwestern Railway Co. and the Paragould Southeast- 
ern Railway Co. be, and they are hereby, notified and 
required to establish and put in force, on or after the 
15th day of April, 1912, and maintain in force thereafter 
during a period of not less than two years, rates which 
shall not exceed the following from the below-named 
points on the line of the Paragould Southeastern Rail- 
way Co. to Memphis, Tenn., to wit: From Bard, Ark., 
to and including Hornersville, Mo., 13% cents per 100 
pounds; and from Paepcke, Ark., to and including Chick- 
asawba, Ark., 14 cents per 100 pounds. 


5. And it is further ordered, That defendants St. 
Louis Southwestern Railway Co. and Pine Bluff Arkansas 
River Railway be, and they are hereby, notified and 
required to establish and put in force, on or before the 
15th day of April, 1912, and maintain in force thereafter 
during a period of not less than two years, and apply 
to the transportation of cottonseed in carloads, rates 
which shall not exceed 13% cents per 100 pounds from 
points on the line of the Pine Bluff Arkansas River 
Railway to Memphis, Tenn. 
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Freight Claims* 


Their Prevention Considered From the Stand. 
point of the Experienced Railroad Man 


BY H. C. BARLOW, 
Freight Claim Adjuster, Erie Railroad Co. 











Mr. Chairman and Gentlemen: 

Railroad men are a busy lot of fellows, and some. 
times I think like the fellow who said his brother was 
the busiest fellow on earth, and when called upon to 
explain said he had the seven year itch, and a Water- 
bury watch, and when he was not scratching himself, 
he was winding his watch. The former, I presume, 
applies to most of us, as it keeps us scratching nowa- 
days to keep pace with the times. 

The conditions that have to be confronted, the 
problems that require solution, the obstacles that have 
to be surmounted, and the endless chain of events con- 
stantly occurring that have to be dealt with, all require 
the exercise of the highest intelligence and furnish 
employment for some of the brightest men in the land. 
No better test of the capabilities of an individual can 
be furnished, no higher praise need be awarded than 
to be able to say of him that he has successfully man- 
aged a department of a great railroad with its multi- 
plicity of interests, We have in the midst of us this 
evening more than one gentleman of whom this can be 
truthfully said; a fact which demonstrates what I will 
try to outline, that the railroad business irresistibly 
attracts the best talent which the country affords, and 
furnishes the best opportunities for individual effort. 1 
see here several gentlemen, high in the councils of 
various departments, who would be successful in any 
walk of life which they might select, a statement that 
needs no further proof than that they have been eni- 
nently successful in the management of the various 
departments to which they have been assigned. 

Not everybody succeeds in the railroad business, 
any more than in other vocations; the history of rail 
roading is full of blasted expectations, blighted hopes 
that like withered leaves litter the path of progress, 
and disappointed ambitions, which, because of their 
inherent weakness, fail of the realization of their hopes; 
the weak and the incompetent fall by the wayside, the 
railroad business being no exception to the inexorable 
law of nature that only the fittest survive, but it cannot 
be too frequently reiterated that,the really competent 
man finds in our business a field for his exertions which 
no other walk of life affords, and only the incompetent 
and malcontents fail of the realization of their hopes. 

There has never been a time in the whole history 
of railroading when it was under wiser or more prudent 
management than at present, from the executive officer, 
through the various ramifications, to the heads of the 
various departments, the railroad business has been 
welded into one harmonious whole, powerful for good 
in the community, and illustrative of the fact that 
intelligent, concerted efforts will tell in the end. Let us 
trust that the railroads of this country will go on from 
triumph to triumph and that the same wise policy, 
which has of recent years directed their councils, may 


*Address delivered before the Railroad Men’s Improvement 
Society, New York, Thursday, Feb. 8, 1912. 
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continue to fulfill its mission, and lead the railroads 
of this country to the full enjoyment of the prosperity 
which assuredly should be theirs. The brains that work 
py day, and think by night, those who have risked their 
money to develop,.expand and upbuild, the great con- 
structive forces that have harnessed the waters, grid- 
jroned the country with steel, leveled the mountains 
and opened the plains, crossed the deserts, painting 
the midnight red with furnace fires, and turning the 
wheels of industry, so that all men who are willing to 
put their hands to the plow and do honest work can 
live within our borders, build happy homes and expand 
along the lines of great prosperity—should be wel- 
comed. 

As a freight claim adjuster, I realize that there is 
only one department to a railroad and that, of course, 
is the freight claim department. A railroad is like a 
large wheel with the spokes representing the various 
departments, all pulling toward the center, the hub 
representing the freight claim department which takes 
the hard knocks. I do not know how many gentlemen 
here aspire to the title of “Freight Claim Adjuster,” 
but my advice to you is to let it alone. The position is 
not a bed of roses, for there is scarcely a day that 
some matters do not come up that have a tendency to 
sour the milk of human kindness. The freight claim 
adjuster knows all this, but is obliged to meet every- 
body with a pleasant smile and face the everlasting 
grind of claim work with the fortitude of a stoic. 


Damage Claims Will Increase Ten Per Cent. 


The amount paid out in loss and damage claims by 
the railroads of this country amounts to over 30 per 
cent more than the interest on the national debt, and 
at the present rate it is safe to say that it will show 
on increase for the year 1912 at least 10 per cent. 
There are reasons for this, and these are what I am 
going to dwell on to-night. If I were to take the loss 
and damage claims paid by the railroads of this country 
and analyze them, I venture to say that 75 per cent 
of the claims paid are absolutely avoidable, and, while 
this statement may seem strange, nevertheless they 
are due in large measure to lack of proper supervision 
or proper interest manifested on the part of those 
directly in charge of carriers’ business. Take, for in- 
stance, the ordinary laborer, who after completing his 
week’s work goes home on a Saturday evening, picks 
up his evening paper, fills his pipe, reads for an hour 
or so and finally goes upstairs with his wife to retire. 
John is: about to retire when his wife happens to think 
She has left the bread on the kitchen table; so she 
says, “John, won’t you please go down stairs and take 
care of the bread?” John graciously takes himself 
down stairs, picks up the bread and puts it in the ice- 
box. Now, gentlemen, John doesn’t do anything of 
the kind. There is a recptacle for the bread, and John 
Places it therein. Again John goes upstairs and re- 
tires, but as a rule most workingmen do not get up as 
early on a Sunday morning, but the milkman always 
comes around at the same hour. About 9 o’clock in 
the morning John’s wife awakens and the first thing 
she thinks of is the bottle of milk on the back porch, 
so she nudges John and says, “John, won’t you please 
80 down stairs and take care of the milk?” Again 
John goes down stairs, opens the back door, steps out 
on the porch, gets the bottle of milk, takes it out in 
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the back yard and places it in the sun. Now, John 
doesn’t do anything of the kind; he picks up the bottle 
of milk, goes to the refrigerator and places it next to 
the ice where it properly belongs. But on Monday 
morning when John goes into the freight house to work 
for the railroad that pays him his salary, he will do 
almost anything in the way of destruction to property. 
He will load a case of valuable merchandise next to a 
carboy of acid. He will load dressed beef in a car 
that had previously been loaded with fertilizer. There 
are so many things that John would do for the railroad 
that pays him his salary that he would not do for him- 
self, but if John and all other employes alike would 
exercise the same degree of care in handling the busi- 
ness of the railroads that employ them that they exer- 
cise in the handling of their own, then we could look 
forward to great improvement in the claim situation. 
Some time ago I had occasion to go to a certain 
station on our line, which was competitive with a 
friendly competitor—all competitors are friendly you 
know—and, after I had fulfilled the duties that I was 
to perform, I was obliged to wait about an hour and 
thirty minutes for a train. It occurred to me that it 
would give me a good opportunity to introduce myself 
to the agent. So I went over to the station, shoved 
my head into the little hole where tickets are sold and 
introduced myself to the agent. He invited me into 
the office. There was only one chair in the office and, 
of course, the agent kept that; I think he gave me a 
nail keg. While I was talking with him a fellow drove 
over the crossing, with a pair of “skates,” a “hay-rack,” 
loaded thereon a small consignment of household goods. 


A Claim That Was Anticipated. 


He drove over to the team track where there were 
two or three empty cars standing, stopped and came 
back to the depot, and asked the agent where he would 
unload his goods. The agent asked him the destina- 
tion of the property (which, by the way, happened also 
to be a competitive point) and, without rising from 
his chair, instructed him to unload his household goods 
into one of the empty cars standing on the siding. The 
man went back to his wagon and commenced untying 
an old clothes line which held the shipment intact, 
when I said to the agent, “Put your hat on and let us 
go over to the car.” Perhaps it was because I was 
tired sitting on the nail keg that prompted this move. 
Nevertheless, we went over to the car, reaching there 
just as the fellow started to unload. “Hold on there,” 
I said, “don’t unload those goods into that car.” “What 
have you got to say about it?” said he. “Oh, I haven’t 
got very much,” said I, “but I am going to stay here 
all day, if necessary, to prevent you unloading that 
shipment into an Erie car.” I said, “There is another 
railroad about a mile from here that goes to the same 
place and you had better drive over there and make 
your shipment.” Of course, I thought this would be a 
good opportunity to give a friendly competitor some 
business. The fellow saw that I was determined and, 
as he jumped upon his wagon to turn his team around, 
I jerked off from a bundle of chairs one of the tags, 
put it in my overcoat pocket and said nothing to any- 
one. I knew I would have occasion to go or send to 
that station some day. So the first time I was there 
I made inquiries and, of course, found just what I ex- 
pected, the shipment arrived in a deplorable condition, 
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and a claim had been filed for something like $100, 
while the freight charges on the shipment were about 
$2.30. I considered that I had done a good day’s work 
for the Erie Railroad, and I will say here, without fear 
of contradiction, that if I were a station agent and 
were offered .a shipment in this condition I would re- 
fuse to accept it until it was put in proper shipping 
condition, or I would plaster his shipping receipt with 
notations that would make the fellow blush when he 
presented a claim to the claim department for adjust- 
ment. I venture to say that I could go along the river 
front with a wagon load of show cases‘ tied up with 
brown paper and get a clean receipt for them. Doesn’t 
it stand to reason that something ought to be done to 
improve conditions? The carriers’ liability is there, 
the contract is there and we cannot set aside either; 
but we can certainly get on the other side of the claim 
business and regulate it so that the traffic will come to 
us in better shape, and then by improving our own 
service we could reasonably look forward to betterment 
of the existing situation. 

I am not one of those fellows that believe in run- 
ning men up against a stone wall or cramming statistics 
down their throats with a force pump, but I do believe 
that if the employes were. to increase their efficiency 
5 per cent, there would be an incentive for the manage- 
ment to look upon an increase in salary more favorably. 


A Cent a Day—$720,000 a Year. 

Now, for example, let us take a system like the 
New York Central which employs more men than there 
are in the regular army and navy of the United States 
government. Let us take a round number and say 
there are 200,000 employes on the New York Central 
System and each employe would start out with a view 
to saving 10 cents per day for the company. That 
would amount to $20,000 per day, or $600,000 per month, 
or $7,200,000 per year. Perhaps this is a little too high, 
but for the sake of argument we will cut the figure in 
two and make it 5 cents per day, that would amount 
to $10,000 per day, $300,000 per month, or $3,600,000 
per year. Now, I hold that to ask the employes of the 
New York Central System to save that company 1 cent 
per day per capita would not be a hardship, and imagine 
what this would amount to, $2,000 per day, $60,000 per 
month, or $720,000 per year. Now, increase this pro- 
portionately to cover the total number of railroad em- 
ployes in the United States, approximately one million, 
and you have a saving of $3,600,000. Wouldn’t this be 
a nice melon to distribute among railroad employes? 
The average employe seldom thinks of these things. 
His aim seems to be to do as little as he ean and get 
home as early as possible, and what we are trying to 
do on the Erie Railroad is to increase the efficiency of 
our employes, and in order to do this it was considered 
necessary to have the claim department connected with 
the department that is in a position to bring about 
these results. I am firmly of the opinion that the time 
is not far off when it will be necessary for the claim 
departments of this country to rehabilitate themselves 
in order to meet conditions that are constantly arising. 

There are two sides to the freight claim situation: 
One is the liability between the carriers and the general 
public; the other the responsibility between the carriers 
and the individual. For the last 25 years it has been 
the aim of the carriers to work on one side of the 
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claim situation, and that is to adjust claims proniptly. 
That there has been great improvement cannot be dis- 
puted, and I expect the time is not far off when some 
railroads will settle claims 30 days before they 
presented. . 

The Erie Railroad has organized in its claim depart- 
ment a new bureau called the “discipline department.” 
Every claim paid is followed up with a view to locating 
and placing the responsibility on the individual, and 
you would be surprised to know the results that a 
system of this kind will, and cannot help but, accom- 
plish. We have gone so far in the handling of our 
work as to discipline men for errors committed the 
second or third time by taking them out of the service: 
and I hold that when you have a man’in your employ, 
after you have given him a fair trial, and he still com- 
mits errors that his attention has been called to, the 
sooner you dispense with his services the better for 
the man himself, as well as for the company he serves. 
That’s what we are after, and is what we are going to 
continue to do. 

The question of claims, their cause, adjustment and 
prevention is one of very great importance which can- 
not summarily be disposed of in a few sentences. It 
is a most perplexing problem, and on its satisfactory 
solution depends the final disposition of a not negligible 
percentage of the gross earnings of every important 
railroad in the country. 

At a time like the present, when the brightest 
minds are devoted to the world-wide question of the 
excessive cost of living, and commissions with high 
sounding names, royal and republican, are being ap- 
pointed to consider the question from every angle; 
when economy and efficiency are more than ever before 
absolutely necessary to the successful operation of a 
great business undertaking, and when talent in combin- 
ing those qualities commands a premium, any attempt 
to lighten the burden under which the railroads, in 
common with other great undertakings, are staggering, 
that holds out even a promise of success, should be 
welcomed. If my remarks this evening tend, even in 
the smallest degree, to assist in making the difficulties 
of the problem easier, I shall consider myself amply 
recompensed. 


are 


Chief Cause of Loss Claims. 


To begin at the beginning: Claims of the character 
we wish to consider are of two classes—loss and dam- 
age—and for convenience we will first consider claims 
for loss. These claims are largely due to mistakes in 
loading, which may readily be reduced to a minimum 
by careful loading of freight at various transfer stations, 
and a close observance of the loading system known 
as the “return ballot.” Even with this system, which 
is almost a perfect check on proper loading, errors do 
creep in, which proves conclusively that employes at 
these points are either very illiterate or have no per- 
sonal interest in the company’s business, In either case, 
the errors made in the handling of freight are demoraliz- 
ing, to say the least. With added certainty in loading 
we can more readily detect and locate losses from 
pilferage. While this particular class of claims may, 
and sometimes does, form a considerable portion of the 
total, the claims may pass for losses of other character 
unless care is taken to detect them. Our police depart- 
ment has done excellent work in this connection, and 


March 16, 


I believe | 
pilferage t 
of detectic 
memorandt 
this cause 
developed. 
ealizing t) 
cation of 
The |] 
portation 
the carrie 
freight cl 
no questi 
I giv 

the New 
member) 
ing on tk 
“The 
Claim Ct 
of claim 
shipment 
ages by 
taken tc 
time op 
Committ 
mendatic 
early a 
“Re 
containi 
quantiti 
or tag, 
and th: 
package 
shipme! 
Ia 

in secc 
various 

I am 
out of 

it cont 

a ship 
arated 


I 
of im 
shipm: 
riage 
of so 
compr 
ing Oo 
riage 
Unde! 
pers 
and : 
indist 
devic 
objec 
traffic 
to th 
agree 
not | 
carr} 
press 
tion 
and 





Ome 


are 


and 
can- 
It 
tory 
‘ible 
tant 


test 
the 
igh 


gle; 


fore 


bin- 
mpt 


ing, 
be 


ties 


iply 


cter 
am- 
ims 


lum 
ons, 
own 
lich 

do 


per- 
ase, 
uliz- 
ling 
rom 
lay, 
the 
ter 
art- 


March 16, 1912 






I believe I am safe in saying that we are freer from 
pilferage than most of the carriers. A simple method 
of detection may be found to be the keeping of a 
memorandum record of claims possibly resulting from 
this cause, showing date and point at which shortage 
developed. This record would be of assistance in lo- 
ealizing the trouble, and once this was done the appli- 
cation of an effectual remedy should not be difficult. 

The proper marking of freight received for trans- 
portation is one of the most important subjects before 
the carriers to-day, and if the recommendations of the 
freight claim agents are faithfully adhered to, there is 
no question but that claims will be largely decreased. 

I give you below a resolution that was passed by 
the New York Claim Conference (of which I am a 
member) addressed to the Trunk Line Committee, bear- 
ing on this subject: 

“The experience of the members of the New York 
Claim Conference demonstrates that a large percentage 
of claims for loss of, and delay to, less-than-carload 
shipments arises from the insufficient marking of pack- 
ages by shippers, and some decided steps should be 
taken to effect a remedy. We therefore consider the 
time opportune to submit to the Trunk Line Freight 
Committee the following resolution with the recom- 
mendation that its provisions be made effective at as 
early a date as possible. 

“Resolved, That all carriers insist that packages 
containing merchandise from one shipper in less carload 
quantities must be plainly marked with a brush, stencil 
or tag, showing full name of consignee and destination, 
and that old marks or tags must be removed from 
packages before they are accepted by the carriers for 
shipment.” 

I appreciate the fact that many shipments are made 
in second-hand packages and that receiving clerks at 
yarious stations are very lax in receipting for goods. 
I am firmly of the opinion that nine receiving clerks 
out of ten would accept a package irrespective of whether 
it contained one or twenty-five different markings. When 
a shipment of this character is once received and sep- 
arated from the waybill, we all know the result. 


Better Way to Mark Cotton Shipments. 


I may also mention cotton shipments as susceptible 
of improvement. The old method of marking cotton 
shipments is obsolete and unsafe for the proper car- 
riage of such shipments. I fully realize the importance 
of some definite action on the part of carriers and 
compress companies alike which will require the mark: 
ing of cotton in such a manner as to insure its car- 
riage.to proper destination and delivery to consignees. 
Under the present conditions carriers, as well as ship- 
pers and consignees, are subject to great loss, expense 
and annoyance because of indefinite, unintelligible and 
indistinct marks, and, inasmuch as_ several practical 
devices have been invented which will accomplish the 
object desired, it was urged upon all interested in this 
traffic to take immediate and definite action leading 
to this end. It was believed that if the carriers would 
agree not to receive from each other cotton which did 
not bear distinct and indestructible marks, which would 
carry it to destination, the trouble experienced at the 
present time would be largely cured, and this proposi- 
tion was recommended to the freight traffic officials 
and associations in general, 
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Personally I have endeavored to bring these matters 
before the proper officials in connection with all ir- 
regularities pertaining to loss and damage work, with 
a view to having improvement effected, but, if the 
recommendations are to receive no attention, my efforts 
are futile. 

In addition to the above, there is no loss and 
damage claim paid by my department without the atten- 
tion of the transportation department being called to 
same, setting forth the reason why settlements have 
been made, and in important cases I have been very 
particular to write a letter giving full synopsis or a 
history of the case. 

There is another feature that should not be over- 
looked and that is better transportation to the business 
handled by the carriers. Carriers have been obliged, 
in the last few years, on account of the federal laws, 
to pay a large number of claims on live stock that 
could have been avoided had the requirements of the 
federal statute been fully complied with. This will 
also apply to various classes of perishable freight that 
are unreasonably delayed on the line, and there is no 
possible means whereby carriers can escape liability. I 
mention this fact to convince you, if such be necessary, 
that the better the service the fewer the claims. This 
class of claims is very heavy and very difficult to handle 
satisfactorily. 


Little Things That Happen in the Warehouse. 


The general practice of agents in permitting con- 
signees or their agents to sign for their own goods be- 
fore they get or even see them, and permitting them 
to enter freight houses and take out their own freight, 
causes many claims that otherwise could be avoided. 
Agents are not any too particular as to how freight is 
piled in their warehouses. In other words, a tub of 
butter is just as likely as not to be thrown on top of 
a box of glass or other fragile property; and the con- 
signee in helping himself is not any too particular in 
getting out his own box of freight and is apt to pile 
other freight on goods liable to become damaged. It 
seems to me that freight entrusted to our care should 
be under our personal supervision until a proper receipt 
to protect the company is received. 

Damage Claims.—The origin of many claims of 
this character is traceable to carelessness in the han- 
dling by truckmen or improper stowing of cars, and to 
the use of defective or unsuitable equipment and failure 
to recooper broken or leaky packages. The remedy 
lies, for the most part, in a personal superintendence by 
the agent or foreman, and he should undertake to keep 
employes alive at all times to the responsibility existing 
for the care and custody of the property. 


Defective System of Car Handling. 


The handling of cars in yards by what is known as 
the “Poling System” unquestionably damages consider- 
able freight, as the cars are run together with such 
force that ordinary package freight cannot withstand 
the jar. This also applies to the use of air brakes in 
movements over the line. When brakes are suddenly 
applied, freight even more than ordinarily well stowed 
must suffer the consequences. 

Another suggestion, which is opportune, has to do 
with the loading and stowing of freight at various ter- 
minals and transfers. Transportation requirements. are 
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that cars must be loaded to the standard weight, and 
in doing so freight is loaded irrespective of character, 
which is one of the reasons why damages are so heavy. 
Iron is not infrequently loaded on top of furniture, 
dressed meat is put in the same cars with oils, to be- 
come impregnated with their odors, while acids, paints, 
etc., are loaded on top of dry goods and other fabrics 
shipped in bales covered with burlap, and a sudden jar 
of the train tips something over and freight is thereby 
damaged. 

The loading of freight in station order for distri- 
bution by way-freight crews is important, that way- 
freight crews can readily unload when stopping at a 
station platform. It is not an uncommon practice for 
way-freight crews to carry freight by daily and return 
it on the next trip in a more or less dilapidated con- 
dition. 

The practice of agents in not furnishing all way- 
bills at time cars are forwarded from their stations 
causes freight to go astray, and accounts for many 
“free astray” waybills that are being made daily. 

Also, the practice of permitting consignees to un- 
load their own freight direct from cars where a car 
contains various consignments is unbusiness-like and 
dangerous, It is invariably the practice for agents at 
the smaller stations to make deliveries in this way. 

Special attention should be given to cases where 
damage appears to result from lack of protection in 
wrapping or crating, and in such cases the aid of 
shippers should be invoked for remedy. 

Loss and damage claims represent an actual loss of 
revenue to the carriers and the “ounce of prevention” 
doctrine is efficacious here, if at all, and of more im- 
portance than in respect of any other class of claims. 
From their nature, it is more difficult than in any other 
class of claims and frequently impossible to satisfactorily 
locate responsibility, and preventive measures, to be 
effective, require system. 

While dealing with this subject, I desire to say that 
the claim departments of this country have progressed 
most wonderfully in the past 15 years, in connection 
with the handling of loss and damage claims received 
by them, but I have so far failed to learn where any 
similar progress has been made by transportation de- 
partments in preventing claims, as the records will 
show that in the last 15 years loss and damage claims 
have increased about 700 per cent. 

Anything like an intelligent and comprehensive view 
of loss and dzmage claims should, of course, cover the 
cause of claims and the methods employed for their 
prevention. The plan in force by my company for lo- 
cating the cause of claims and preventing similar claims 
is as follows: When investigation of a claim develops 
that it was through negligence of any of our employes, 
a separate report is sent to our transportation depart- 
ment, with a view to the application of proper discipline. 
In all cases of this kind, record is kept against the 
employe and if negligence is continued his services are 
dispensed with. 


Agents Cannot Keep Up with Rules, 


In regard to the method of instructing employes 
how freight should be receipted for, billed, loaded, de- 
livered, etc., I will say that all our employes are fully 
instructed as to these matters. We have a complete 
set of instructions issued by the claim department to 
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all agents, which bear on nearly all questions in regarg 
to claims, and if faithfully followed would result bene. 
ficially to the company. The trouble is, however, that 
there are sO many changes occurring at stations that 
instructions, as a rule, are not complied with. We 
keep after our agents, however, with a view to having 
instructions lived up to as closely as possible. The 
method of keeping track of errors, mistakes or negli- 
gence of agents, trainmen or other employes is as | 
have just outlined, and it should be sufficient to enable 
you to form a reasonably correct estimate of the value 
of the work. 

But to elaborate on the question a little further, | 
will say that our system is what we call a “Record 
System.” We bulletin errors of trainmen and employes, 
and, after three marks are made or three bulletins 
issued against an employe, his name ought to be “Den- 
nis.’ The transportation department make these bulle- 
tins after report is made by the claim department when 
we can absolutely pin a man down to an error. 

In regard to increase in loss and damage claims 
during the last few years, it is without question due to 
the following causes: Improper loading of freight at 
stations and transfer points in stowing freight, errors in 
billing, general lack of supervision by. warehouse fore. 
men in making proper deliveries, obtaining proper re- 
ceipts, improper packages furnished by shippers, im- 
proper marking of goods which causes a large amount 
of freight to go astray. This latter evil, however, has 
been corrected in large part by the Classification Com- 
mittee. It is proper to add that the regular growth of 
business due to the orderly development of the country 
and its resources would, of itself, account for a legiti- 
mate increase in the namber and volume of claims and 
claim work. 

The action of the general public in employing rail- 
road men to handle their business has resulted in an 
enormous number of claims being presented to carriers 
that in years past were not heard from. In other 
words, the carriers are now paying for the experience 
which men have acquired in their service, only to be 
turned against the carriers themselves—a form of retri- 
bution which they may be pardoned for failure to fully 
appreciate. 


There are many causes that lead up to the making 
of loss and damage claims with which you are as familiar 
as I am. Preventive measures are not so familiar, but 
in part they may be enumerated as follows: 


1. Mark all less carload shipments with full name 
of consignee and destination and see that agents Dill 
the freight in accordance with marks, and that waypbills 
are forwarded from point of shipment promptly. Also, 
that street address is shown on waybills when bills of 
lading are so issued. See that all marks on second- 
hand packages (except the marks which are intended 
for the carriage of the property) are erased. 

2. See that all freight is properly loaded, stowed 
in cars, and loaded in station order for the convenience 
of the way-freight crews, which will avoid extra handling 
and the carrying by of freight past stations for which 
it is intended. 


3. Investigate carefully rough handling, making up 
of trains in yards, particularly the handling of freight 
when being unloaded by way-freight crews. Cars con- 
taining package freight partly unloaded should not be 
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switched or moved until the property still in the car 
js protected or so placed as not to fall down and be- 
come damaged. 


4. Watch freight houses to see that coarse freight 
js not piled on top of fragile freight. See that proper 
deliveries are made, proper receipts taken and recorded 
py agents and others. The practice of permitting con- 
signees to go into freight houses and take their own 
freight without proper check should be discouraged. 
See that freight house doors are kept locked when 
attendant is not at hand; also, that proper checks are 
made on less carload deliveries of merchandise that is 
delivered from cars; that is, do not permit draymen to 
take freight out of merchandise cars without proper 
check being made by company employes. 

5. Watch loading at transfer points to avoid freight 
going astray due to errors of checkers; also, to avoid 
freight being trucked into wrong cars. Transfer agents 
should guard against the transfer of property, which, 
from its nature, is likely to become damaged in handling, 
unless absolutely compelled to do so. 


6. Better judgment than now obtains should be 
exercised in the transfer of foreign cars at junction 
points in order to save mileage, as it is impossible for 
railroad employes to transfer certain classes of freight 
without more or less damage. Claims arising from this 
nature could be avoided if better judgment was used. 

7. See that shipments of live stock are handled 
in accordance with the federal statute governing the 


handling of live stock shipments. 


8. See that agents get proper receipts for carload 
freight delivered from team tracks, 


9. See that agents make proper reports covering 
overs and shorts promptly; also, that all communica- 
tions from the freight claim department are answered 
promptly. 

10. See that agents at icing stations properly ice 
cars that require refrigeration, keeping full record of 
ice in cars and the quantity added. Follow instructions 
fully in regard to ice plugs and the ventilating of fruit 
cars during the shipping season. 


11. Proper inspection of cars should be made prior 
to loading to see that cars are properly cleaned, Avoid 
the loading of leaky roof cars with merchandise freight, 
and, when cars are received under load in a damaged 
condition, report the matter immediately to the division 
superintendent, so that such cars can be properly re- 
paired or renovated before being put back into service. 
This also applies in cases where carboys of acids break 
in cars and the floors become saturated and are again 
loaded with merchandise, damaging property. 


Compare Shipping Receipts with Packages. 


12. The importance of receiving clerks comparing 
marks on shipping receipts with marks on packages 
cannot be overestimated. Property not in good shipping 
condition should not be accepted unless the exception 
is noted on the shipping receipt. This is especially 
commended to barge captains, who are not particular in 
receipting for shipments from steamship companies in 
accordance with marks. 


13. All irregularities discovered by the claim de- 
®partment where discipline should be applied to be 
reported direct to division superintendent by the freight 
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claim agent, the same as is now being done with the 
vice-president’s office. 


14. See that property is not left exposed to the 
elements while waiting to be loaded, or for unloading 
at destination or transfer points. 


15. See that agents take proper precaution to 
prevent property from becoming damaged by freezing. 

16. One of the most important features we have to 
deal with is carelessness on the part of agents in the 
matter of complying with the Official Classification in 
receiving property at reduced rates. The Interstate 
Commerce Commission has ruled that where a shipper 
placed a reduced valuation on his property in order to 
get a reduced rate, he has no right to recover from a 
carrier a higher valuation in case of loss or damage. 
If agents were particular in issuing proper bills of lad- 
ing many claims could be settled on a lower basis. 
For instance,. household goods have a_ classification 
stipulation that requires a full endorsement on the bill 
of lading, and it must be signed by shipper. Agents, 
as a rule, omit this and note on the bill of lading “Rel. 
$10.00 per cwt,” which is no contract as the shipper 
will invariably state that his attention was not called 
to same and that he had no knowledge of the difference 
in rates. Omissions of this character are always re- 
ported to the vice-president’s office for discipline. 


The above, if fully carried out, would undoubtedly 
result in a great reduction in the number of claims 


received, and satisfy even tle most exacting of re- 
formers, 


The importance of investigating claims correctly 
and adjusting them promptly cannot be overemphasized, 
promptness, as you know, being half the value of any- 
thing having to be done, and thoroughness being aby 
solutely necessary to correct conclusions. “He gives 
twice who gives quickly” has crystallized in a proverb. 
I ‘wish, therefore, to say here that the work cannot be 
done satisfactorily by the claim department without 
the co-operation of other departments. Inexcusable delay 
to correspondence is frequently traceable, not only to 
our agents, but also to our officers, and the matter 
should engage attention and be corrected. I find that 
about 25 per cent of freight claims are declined. We 
can justify refusal to pay claims by showing that the 
loss, damage or delay was brought about by something 
beyond our control. We are also excused when the 
loss and damage arises from a defect or weakness in 
the freight carried, the insufficiency of the package, 
leaky or defective casks or other vessels, decay of 
perishable articles, through no fault of the company, or 
where goods are poorly packaged and similar causes. 
But, unhappily, the public conscience is not educated 
up to the point where it regards the acceptance of 
settlement of such claims as involving moral turpitude 
on its part. Most business men, I venture to say, up- 
right as they are in their business lives, are not im- 
pressed with the notion that it is an offense against 
good morals to get all they can from a railroad com- 
pany by pressing for settlement of claims for which 
the companies are not justly or fairly responsible. In- 
deed, there is a common public sentiment that no matter 
what the circumstances or nature of the contract may 
be, the company ought to come to the rescue of the 
shipper. This sentiment arises in a measure from the 
fact that the evidence of the company’s non-account- 
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ability is within themselves and that the shippers are 
not in position to verify or dispute the correctness of 
courts. Few business men, for some reason or other, 
what they tell them without having recourse to the 
are sufficiently philanthropic to go to law for what may 
be, not only for their own advantage, but indirectly for 
the advantage of others. For this reason we necessarily 
have to depend largely on the accuracy of the informa- 
tion furnished by our employes. 

In summing up, I desire to say that the efficiency of 
our clerical force is arrived at by a very careful scrutiny 
of their work, not only by the head of each department, 
but by the chief clerks, the assistant freight claim ad- 
juster and myself, In this way, we are always able to 
judge fairly of a man’s ability. The chief drawback is 
in the inexperience of the investigators, due to the 
frequent changes. If this handicap to efficiency could 
be removed, the men would in time become more valu- 
able. As it is, when they have acquired reasonable 
proficiency they are attracted to other offices on a 
higher salary basis. 


Qualifications of the Good Claim Investigator. 


A good claim investigator realizes that it is his 
duty to study carefully the origin and nature of claims, 
if his work is to be effective. He should be able to 
determine if the irregularity is such as will cause 
further trouble, and, if action is necessary, the trans- 
portation department, when their attention is called to 
same, should apply the remedy. When a claim is trace- 
able to negligence, steps should be taken to bring the 
individual responsible to a fuil realization of his error. 
Patience and untiring efforts intelligently directed to- 
ward improving the service and eliminating evil condi- 
tions must in time effect a decided improvement. The 
work may be slow and tedious and the improvement 
only gradual at best, but the end sought tobe obtained 
is worth working for. A material reduction in the 
number of loss and damage claims is a very worthy 
aspiration and deserves success. Employes owe it as a 
duty, not only to the interests of the company they 
serve, but to themselves, to make an earnest effort to 
reach this goal. 

“Am I as solicitous for its welfare as for my own, 
and are its interests my interests?’ This is the su- 
preme test of loyalty to the company you serve, and, 
if those questions can be honestly answered in the 
affirmative, you are a valuable employe, or at least on 
the way to become one with the necessary experience. 

When you have acquired the technical knowledge 
of your business essential to the work, and have com- 
bined with it zeal and assiduity in serving the interests 
of your company, do not imagine that your work will 
remain unrewarded, your zealous interests in the com- 
pany unrequited, and your service but inadequately 
rewarded. Your superior officers are watching you with 
sympathetic eyes and every improvement in your work 
and advance in your methods will be carefully noted 
and filed away in memory with a mental card index. 
When the proper time arrives to show appreciation of 
your superior intelligence and painstaking efforts, you 
will be recognized with an alacrity and heartiness that 
will surprise you and perhaps put you in line for pro- 
motion that will lead to fortune and independence. 
Remember, however, that you will never get on the 
sunny side by waiting for the world to turn around. 
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INDIANA CLASS RATES 


Proceedings in Relation to Readjustment to 
Missouri River As Against Chicago 





Washington, D. C., March 13.—The two cases of the 
Indianapolis Freight Bureau against the C., C., C. & Sst. 
L. Railway Co. et al. and that of the railroad commis. 
sioners of Indiana against the Wabash Railroad (Co. 
et al. were combined for argument to-day -before prac- 
tically the full Commission. In these complaints it is 
urged that there should be a readjustment of the rates. 
class and commodity, from Indiana points to the Mis- 
souri River, as against Chicago. These rates, under 
the present adjustment, are made by adding to the 
fixed rate between the Mississippi River and the Mis- 
souri River a differential, thereby constructing a through 
rate to the Missouri River points from Chicago and 
other points in Illinois. ' 

Edward E, Gates appeared for the complainants in 
both cases, and in his opening argument argued that 
the cases are those of discrimination, and that in al] 
cases where there are absolute existences of discrimina- 
tion the question of revenue should not enter into con- 
sideration at all; and that, in the present cases, unless 
the railroads enter in and justify the necessity for the 
existing discrimination which keeps Indianapolis dealers 
out of the St. Louis territory, and allows Chicago to 
get in, then it should be eliminated. He urges that dis 
crimination is merely legalized rebating for which there 
cannot be prosecution. He further urged that when 
rate adjustment results in a disproportionate inequality 
it fails in its purpose and they should yield when they 
thus subvert general justice. Under the present con- 
ditions, and those which have maintained for som: 
years, the differences in favor of Chicago and Chicago 
basing points are anywhere from 3% cents to 9 cents 
per 100 pounds, and in some instances even as high as 
23 cents. He thinks that the real trouble in this case 
is’ that there is an inabiilty on the part of the railroads 
east and west to get together upon an adjustment of 
the divisions of these rates, western trunk lines ad- 
mitting in their briefs that the divisions of rates 
between the various sets of lines are merely “matters 
of barter.” 

Hal. H. Smith appeared for the Detroit Board ot 
Commerce, interveners, and as against the claims of 
the Indianapolis interests, as they urge the adjustment 
asked would work a hardship as against Detroit, even 
though, as pointed out by Commissioner Prouty, they 
are now enjoying a rate 5 cents in their favor as 
against Indianapolis. He urges that the proposal otf 
complainants that the discrimination in favor of Chi- 
cago should be cured by the establishment of differ- 
entials to the Missouri River bearing the same relatio! 
to the Chicago rate as the distance from the Indiana 
cities is to the distance from Chicago would be ma- 
terially to the disadvantage of Detroit, even admitting 
the fact that Detroit is a 78 per cent point and Indi- 
anapolis a 93 per cent point. He urges that it is of 
the utmost importance that the differentials should be 
preserved as between Detroit and Indianapolis; also 
that the former is entitled to lower proportional rates 
than Indianapolis. 

W. F. Dickinson appeared in the interests specificall: 
of the Chicago, Rock Island & Pacific and as general 
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counsel for the other carriers. He reviewed the actions 
of the railroads following the decisions of the Commis- 
sion and the courts in the Burnham-Hanna-Munger case, 
the Warnock cases, I. & S. No. 24 and in the first hear- 
ing of 1042, and stated that in the present adjustment 
of the rates by the carriers they had endeavored to 
follow the suggestions laid down by the Commission in 
those cases, and, while he did not attempt to abrogate 
the right of complainants to again open up the matter 
as to the plea of discrimination, yet he urged that it 
was only fair that it should be remembered that the 
rates complained of are the results of efforts to avoid 
discrimination. 

He urged that the proposed remedy would work out 
still further irregularities, not only in advances, but 
reductions, and all sorts of changes would follow. 

Replying to Commissioner Clements as to what he 
would suggest, he said that, of course, the ideal solu- 
tion of the matter would be a uniform classification, 
along the line of which much work is being done, but 
the solution of which still lies far in the future; the 
matter could be overcome, however, by a reduction of 
the rates in Western Classification, on the haul between 
the rivers; through rates could not be established in 
the presence of the proportionals, as that would result 
in dual rates; but the difficulty lies in the fact that 
there are no lettered classes in Official’ Classification 
territory, and the only possible method would be to 
deal with the rates either under Official or under 
Western Classification between the rivers, unless the 
question of uniformity is to be tried out in this case. 
He claimed that the real underlying basis of these 
complaints is to bring about an equalization of the rates 
from New York as between Chicago and Indianapolis. 
If this is to be accorded it would only mean that there 
would have to be an equalization as regards many 
other points, many of which would lead to material 
reductions in the rates; it would also result in varying 
rates out of Indiana to the Missouri River, and would 
be far from bringing about any uniformity. 

Even admitting that there is discrimination, he 
called attention to the fact that it has been held by 
the Commission, and by writers upon this subject, that 
the discrimination should not exceed the differences 
in the cost of service rendered, and he urged that this 
is all that maintains in the present rates. 

Mr. Gates, in his closing argument, urged that, while 
they are not seeking to acquire any advantage over 
Detroit, the matter of just how far this adjustment 
should extend is one that the Commission should con- 
trol, and is not up to the complainants to dictate or 
suggest how far such readjustment should extend in 
order to eliminate discrimination, which is patent on 
the face of the case, and for which he urges there is to 
be found in the record no justification, and that it 
would be difficult to find a case where there is more 
warrant for consideration at the hands of the Com- 
mission than is found in the present instance. 


MR. LINDSAY MAKES CORRECTION 

Your issue of February 24 is mistaken in reporting 
my statement at St. Louis regarding binding twine clas- 
sification. I stated that binding twine should not be 
listed as cordage and that Mr. Fyfe’s supposed con- 
cession did not restore it to the agricultural implement 
ratings in regard to minimum, stopover and commodity 
rates. H. F. LINDSAY. 
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ATTACK TERMINAL FEES 


Galveston Case Develops into Arguments Tend- 
ing to Show Device Amounting to Rebate 








THE TRAFFIC SERVICE NEWS BUREAU 
COLORADO BUILDING, WASHINGTON, D. C. 

Extended arguments have been made before the 
Commission in what is commonly known as the Galveston 
wharf case, consisting of the investigation and suspen- 
sion of tariffs filed by the Galveston Wharf Co., the 
investigation and suspension of tariffs of the Galveston, 
Harrisburg & San Antonio Railroad Co., involving load- 
ing and unloading charges at Galveston, and the com- 
plaint in the matter of the wharfage charges by the 
Galveston Wharf Co. 

As developed in the hearings, it is a triangular fight 
in which the main object, its opponents say, is an effort 
of the Galveston Wharf Co. to escape the jurisdiction 
of the Texas railroad commission and hide under the 
wing of the Interstate Commerce Commission, to force 
the railroads to pay it more. money for the services it 
performs for them, and finally to break down the com- 
petition of Texas City as a port, in which the railroads 
constitute one party, the Texas City Co. and its sub- 
sidiaries, the Texas City Terminal Co. and the Texas 
City Transportation Co., a second, and the Galveston 
Wharf Co. the third. 

The fight has been an open one since December 


15, 1910, when the railroads reduced the divisions they ’ 


had theretofore been paying to the Texas City Terminal 
Co. It was brought to the Interstate Commerce Com- 
mission in its present shape when the Galveston Wharf 
Co, told the railroads that their reductions of the divi- 
sions made with the Texas City Terminal Co. were 
not great enough and, in order to get adequate return 
for the transportation services rendered by it, filed its 
Interstate Commerce Commission tariff No. 2, naming 
higher rates for those services. 

The Commission suspended that tariff and entered 
upon a general investigation of the situation there. 
Hearings have been held in Galveston and in Washing- 
ton. The record is voluminous and the briefs filed by 
counsel are big volumes, to digest which will require 
the Commissioners to do a great amount of reading. 

Judge Sam H. Cowan, M. A. Stedman and former 
Representative M, E. Kleberg appeared for the Galveston 
Wharf Co., M. M. Garwood for the Gulf, Colorado, 
Santa Fe and allied carriers, Galveston, Houston, Hen- 
derson and Texas Pacific; Henry G. Hérbel for the In- 
ternational & Great Northern; H. H. Haines for the 
yalveston commercial bodies, Edward F. Harris and 
William T. Armstrong for the Texas City Terminal Co., 
the Texas City Transportation Co. and the Texas City 
Co. 

Judge Cowan, being under the necessity of justify- 
ing the proposed increase of its charges, devoted a 
good deal of his time to developing a theory that the 
wharf company’s railroad is entitled to earn a larger 
return on its transportation service and that therefore 
it is not fair nor even legal to consider the earnings 
of the company from the services it performs as a 
wharfinger. He contended that the rates, rules and 
regulations prescribed in the Galveston Wharf Co.’s I. 
Cc. C. No. 2, which is the one under suspension, are 

















































Sse deena a enicthsobe SKA. he 


ian 


i ites Sd 


ees 


a IS ENS Alam socio 

















ad 


500 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 






just, reasonable and in all things lawful and should be 
sustained. 

The judge devoted the latter part of his argument 
to show that the divisions between the railroads and 
the Texas City Terminal Co. are thinly veiled devices 
for the payment of rebates. The Galveston Wharf 
Co. demands an order requiring the railroads to quit 
paying such big allowances and to put Galveston and 
Texas City on terms of equality. 

William T, Armstrong, attorney for the three Texas 
City companies which own the site of Texas City, the 
wharves and the terminal railroads, pictured the Gal- 
veston Wharf Co. as a powerful agency forcing the 
railroads to reduce their divisions to the Texas City 
terminal. The carriers, he said, reduced the divisions 
to the Texas City companies, but that did not satisfy 
the Galveston Wharf Co. On Dec. 15, 1910, it canceled 
the contract it had made in 1907 with the railroad 
companies, immediately filing its first tariff with the 
Interstate Commerce Commission, claiming to be a com- 
mon carrier. 

“In not one of the tariffs of the Galveston Wharf 
Co. does that company hold itself out to perform the 
duty of a connecting common carrier,” said Mr. Arm- 
strong, with emphasis. “It requires the main line car- 
riers to separate the trains they bring to the junction 
points into pier order of cars and even to card the 
cars so as to show at which berth each car is to be 
placed. The wharf company refuses to receive any cars, 
even after they have been sorted, until it is ready. 

“The effect of this policy is to force the railroads 
to maintain adequate terminal facilities. This failure, 
refusal and inability of the Galveston Wharf Co. to 
perform the services of a terminal company forces the 
entire office expense, in connection with cars going to 
the Galveston company’s wharves, upon the main line 
carriers. 

“We never accepted the 30 per cent reduction of 
the divisions made by the railroads in their effort to 
satisfy the demands of the Galveston Wharf Co. We 
think the divisions we received prior to the reductions 
made on Dec. 15, 1910, were, and still are, just and 
reasonable for the service rendered.” 

Mr. Armstrong’s argument was going along smoothly 
building up a case tending to show that the Texas City 
interests are being menaced by the Galveston Wharf 
Co., a rich and powerful corporation, when Judge Cle- 
ments interrupted him, asking what was his explanation 
of Judge Cowan’s charge that the Texas City interests 
in effect are paying rebates. Mr. Armstrong said that 
he would come to that later in his argument, whereupon 
Chairman Prouty suggested that if it pleased him better 
to take up that phase of the case later he might proceed. 

Mr. Armstrong continued his talk along the same 
lines for about 10 minutes longer, but came to no defi- 
nite figures that would tend to show that the divisions 
are not susceptible to the construction placed upon them 
by Judge Cowan. His delay in arriving at the crux of 
of the matter provoked Judge Prouty to a remark that 
caused laughter at Mr. Armstrong’s expense. 

“General talk is all right,” said the chairman, “but 
this Commission gets down to figures before it can make 
a decision.” 

In answer to a question by Judge Prouty, Mr. Arm- 
strong said that payments made by the Texas City Co. 
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to the steamship companies is regarded by the Texas 
City interests as being in the nature of a capital in- 
vestment, whereby Texas City induces steamers to come 
to that port. As indicated by Judge Cowan, the modus 
operandi is as follows: The steamship company makes 
an allowance to shippers, in the case of cotton of 1% 
cents a bale. Then the Texas City Co., which controls 
the Texas City Terminal Co. and the Texas City Trans- 
portation Co., reimburses the steamship company. That 
payment and reimbursement, the Galveston Wharf Co. 
contends, is a scheme for paying a rebate. 


Answering Mr. Lane, Mr. Armstrong said that he 
could see no reason why the main line carriers should 
not publish rates up to the Texas City Terminal Lines 
and the Terminal Lines and Wharf companies publish a 
tariff showing their charges for shipside delivery. The 
only objection, he suggested, was that that has not been 
the policy of the Galveston Bay railroads and the Texas 
City Terminal Co. Their policy has been to publish 
a through rate for delivery upon the ship without any 
separate charge for wharfage. Mr. Armstrong contended 
that section 15 of the Act to regulate commerce gives 
the Commission authority to prescribe a division be- 
tween the railroads and the Texas City Terminal Co. 


“But we did not establish this through rate,” said 
Commissioner Lane, “and we have never construed the 
act as authorizing us to make a division except in case 
of a dispute between carriers as to what division should 
be made of a through rate ordered into effect by the 
Commission.” 


Mr. Armstrong said that he read the fifteenth sec- 
tion as giving the Commission full authority to prescribe 
the division wherein there has arisen a dispute between 
common carriers, such as now exists between the Texas 
City Terminal Co. and the connecting carriers by reason 
of the reduction of the divisions made by the connecting 
carriers on Dec, 15, 1910. That is the day when the 
connecting carriers cut the divisions of the Texas Ter- 
minal Co. about 30 per cent, at the behest of the Gal- 
veston Wharf Co., the Texas City interests assert. He 
said that all payments made by the connecting carriers 
since that time have been merely “on account,” and 
not a settlement in full. 


Mr. Armstrong said that the interests he represents 
will be forced into bankruptcy in three or four years 
unless the Commission authorizes such divisions as will 
give them an adequate return for the transportation 
service they render. He indicated that for a period of 
four months, during the active season of 1911, the 
Terminal company had to borrow $24,000 to make up 
the deficit between income from operations and its ex- 
penses. 


CANADIAN PACIFIC SUPPLEMENT SUSPENDED. 


Washington, D. C., March 1—The Commission Feb- 
ruary 23 suspended supplement No. 8 to I. C. C. No. 
E-1039, of the Canadian Pacific, effetcive March 1, 1912, 
which contains advances on carloads of flaxseed from 
Fort William, Port Arthur and Westfort, Ont., to points 
in trunk line territory, more particularly New York, 
Philadelphia and Buffalo. The increase proposed is from 
20 to 20% to Buffalo, and there is an increase of from 
2 to 7 cents to all points in the territory. The supple- 
ment is suspended to June 28. 
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INTERCHANGE CONTRACT 


Prevents Steel Company from Getting Switch- 
ing Performed or Allowance Made 
by Carrier 





THE TRAFFIC SERVICE NEWS BUREAU. 
COLORADO BUILDING, WASHINGTON, D. C. 

The Interstate Commerce Commission dismissed the 
complaint of Alan Wood Iron & Steel Co. of Phila- 
delphia against the Pennsylvania and the Reading in 
which the complainant demanded that the carriers either 
switch the cars containing freight consigned to its Ivy 
Rock plant or make an allowance to it for performing 
that service. The Commission declined to do that, be- 
cause there is an agreement between the complainant 
and the carriers under which an interchange track was 
constructed with the expressed understanding that the 
Wood company do its own placing of cars at the load- 
ing and unloading points. 

The Commission holds that until the Wood company 
cancels that contract, upon notice as provided in the 
agreement, it is not in a position to demand of the car- 
riers that they perform such switching service or, in 
its absence, make a suitable allowance. The Commis- 
sion suggests that until the contract is” canceled and 
the Wood company tenders to the carriers the cost of 
the interchange tracks, it has no right to make such 
a demand. 

The Commission, in its report, says the testimony 
shows that at some plants in the Schuylkill Valley the 
carriers perform the switching service and at some 
they do not. The Reading at no place on its lines 
makes an allowance for switching done by shippers, so 
that part of the Wood complaint has no reference to 
them, 

The Commission holds that the Wood company has 
a right to demand equality of treatment with all other 
plants in the valley, but that, under the facts as they 
appear in the record, the Commission can make no 
such order, because the contract provides that the com- 
plainant shall take the cars from the interchange track, 
constructed at the joint expense of the carrier and the 
shipper, and place them for loading and unloading. In 
the absence of such a contract, the opinion strongly 
suggests it would have issued such an alternative order 
as demanded by the complainant. 

The report also deals with the fact, brought out 
in testimony, that at Pittsburgh and Johnstown allow- 
ances are made for switching, but in disposing of the 
facts developed in that way, remarks that those plants 
are in a different rate group and are the subject of 
another inquiry and are therefore not to be disposed 
of in this proceeding. Therefore it expresses no opinion 
as to the legality or illegality of such allowances. 


Glass Manufacturers Own Road 





The reason why the Muncie & Western Railroad 
was built was to serve the convenience of the glass 
business of Ball Brothers. This was an essential fact 
brought out at a hearing before Commissioner Ward 
Prouty, at Muncie, Ind., on March 8. The complaint 
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was that the company was charging an unreasonable 
tariff for its switching service. 


Among the facts brought out at the hearing were 
that the Muncie & Western road had a shipping tariff 
of $3.50 on outbound cars and $2.50 on inbound cars; 
that the average haul is about a half mile; that the 
road was built to the old C., R. & M. road (now the 
C. & O.); that the C. & O. received most of Ball Bros.’ 
traffic; that the Muncie & Western was allowed 1% 
cents by the C. & O. on outbound shipments; that the 
Offices of the glass company are the same as those of 
the Muncie & Western Railroad Co., and that they are 
paid in one check for their services for both the glass 
company and the railroad company. 


At the opening of the case Mr. Marchand excused 
Frank C. Ball from testifying, and announced that he 
would not ask for the testimony of the president of the 
Muncie & Western. Later, however, Mr. Ball was granted 
the privilege of making a statement, which went into 
the evidence. The first witness called was Lewis A. 
Clark, general traffic manager for the Ball Bros.’ Glass 
Manufacturing Co., and general manager of the Muncie 
& Western road. Mr. Clark was questioned nearly the 
entire morning. 


He told of the organization of the Muncie & Western 
Railroad, and said that prior to its construction Ball 
Bros. did practically all of their shipping over the Big 
Four and L., E. W. roads. He stated that Ball Bros. 
furnished the capital to build the road, and that more 
than $28,000 was spent in its construction and main- 
tenance during the seven years of its existence. He said 
that the road was quite a lucrative proposition. 


C. G. Coleman of Richmond, division freight agent 
of the Pennsylvania, was called to testify concerning 
the tariff arrangement between the Pennsylvania and the 
Muncie & Western. He said the Pennsylvania allowed 
the Muncie & Western $3.50 on fifth-class freight and 
$2.50 on all under that class. . When asked whether he 
thought the tariff charged by the Muncie & Western 
was a fair price, he stated that his company figured it 
would have to meet the situation in order to get any of 
the Ball Bros.’ business. 

George H. Ingalls, freight traffic manager of the 
New York Central lines west of Buffalo, recited the 
condition before the Muncie & Western road was built, 
and said that at one time his company denied Ball 
Bros, the manufacturers’ rate on coal. 


C. H. Bristol of Cincinnati, general freight agent of 
the Big Four, testified in regard to a conference held 
in this city by Mr. Maxwell, Mr. Ball and himself in 
regard to the leasing of the Muncie & Western road. 
He said the figures mentioned at that time were $7,500 
a year as rental. He said his company did not further 
consider the matter. 


I. C. C. WILL INVESTIGATE HUDSON RIVER WRECK. 


Secretary Marble of the Interstate Commerce Com- 
mission on March 13 directed three inspectors to proceed 
immediately to Hyde Park, N. Y., the scene of the train 
wreck upon the New York Central & Hudson River 
Railroad, and make an exhaustive investigation thereof. 
One inspector was ordered from Rochester, N. Y., and 
two from New York City. All arrived at the scene of 
the wreck during the day. 
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LUMBER CASE INDICTMENTS 


Grand Jury in Michigan Acts in Cases Resulting 
From Alleged Abuse of Transit Privileges 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 

The Interstate Commerce Commission on March 11 
put out an announcement of the fact that the grand 
jury at Grand Rapids had brought in a number of in- 
dictments of the Grand Rapids & Indiana Railway and 
a number of lumber companies and firms, based on what 
the Commission calls illegal substitution of lumber mov- 
ing under transit privilege. The Grand Rapids & In- 
diana is accused of knowingly permitting the substitu- 
tion to defeat its published rate. 

The Chicago, Kalamazoo & Saginaw is accused of 
making false records as to the points of origin on cer- 
tain shipments delivered by it to trunk lines so as to 
increase its divisions. The parties involved in the 
prosecutions begun at Grand Rapids are: 

Grand Rapids & Indiana Railway Company, two in- 
dictments. 

Dennison Lumber Company, two indictments. 

Nicholas & Cox Lumber Company, two indictments. 

A. L. Dennis Salt & Lumber Company, Ltd., two 
indictments. 

Van Kenlen & Winchester Lumber Company, two 
indictments. 

Valley City Lumber Company, Ltd., two indictments. 

Warner Newton Lumber Company, two indictments. 

Chicago, Kalamazoo & Saginaw Railway Company, 
one indictment. 

This action by the Commission is intended to be 
notice from it that it deems the provisions of the law 
to be well enough known to enable the shippers and 
carriers to yield obedience to it without further admoni- 
tions from the Commission. In the announcement of 
the indictment the Commission drew attention to the 
fact that it is now nearly two years since it condemned 
the abuses of the transit privilege, so there is no ex- 
cuse, from its point of view, for those who disregard 
the order made after the first investigation of the sub- 
ject. 

The intent of the Commission, the announcement 
indicates, is to proceed by criminal action against the 
shippers and carriers who fail in the observance of 
what the Commission believes are the well-settled rules 
for ascertaining the meaning of the law. The announce- 
ment is in line with the notice given the express com- 
panies by Commissioner Lane that they will have to 
explain to juries why they have so many over and under 
charges. 


Investigation in Maryland 





The legislative investigation of the Public Utilities 
Commission of Maryland is resulting in a _ thorough 
threshing out of questions which reveal points of view of 
the legislators and certain groups of citizens. The com- 
mission has the confidence of honest and thoughtful 
citizens and reports from Baltimore state that its vindica- 
tion is expected. 

A letter from A. E. Beck, traffic manager of the 
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Merchants and Manufacturers’ Association of Baltimore, 
sums up the situation as follows: 


“The Public Service Commission of Maryland was 
created by an act of the General Assembly of Maryland, 
approved April 5, 1910, and Governor Crothers immediately 
appointed James M. Ambler chairman and Philip D. Lairg 
and Joshua W. Hering associate commissioners for the 
terms specified in the act. 


“This commission has been in existence for prac- 
tically two years and during that time has disposed of 379 
docketed cases, leaving on hand Jan. 1, 1912, 107 cases. 

“Shortly after the opening of the present session of 
the Maryland legislature, there developed a, spirit of criti- 
cism on the part of certain delegates, censuring the pub- 
lic service commission and by means of resolutions com- 
manded the commission to appear before the legislative 
committees and defend its decisions in cases against the 
street railways and telephone company which it had either 
dismissed or decided in a manner repugnant to the public— 
in other words, the commission was placed in the posi- 
tion of proving that it should continue to exist. 

“Just these two matters were mentioned in the resolu- 
tion demanding the investigation, and the other meri- 
torious work of the commission completely discounted. 
It is needless to enter into a discussion of the merits of 
the street railway and telephone cases, but as the com- 
mission exhaustively investigated all the phases of both 
cases, it is only fair to say that their opinions were in 
accord with the facts as presented to them. 

“Commissioner Hering and General Counsel Bruce 
have appeared before the legislative committees and were 
both severely grilled, but it seems to be the opinion of 
the majority of the members of the legislature that the 
commission should continue to exist even if only as a 
buffer between the people and the corporations. 

“During the controversy there developed a rather 
unique demand on the part of some of the legislators; 
that is, to require the general counsel of the commission 
to represent the complainants in proceedings before the 
commission. The commission’s reply to this is that as 
counsel to them his opinion must be absolutely unbiased, 
therefore as counsel also for the complainants the value 
of his opinions to them would in all probability be seriously 
impaired. 

“I am of the opinion that the present attack upon the 
public service commission is absolutely unwarranted. It 
is comprised of as intelligent a body of men as it is 
possible to secure, and while none of them are experienced 
railroad men, their grasp of technical railroad questions 
demonstrates that they are the proper men to serve upon 
the commission. 

“Two of the largest and most important of the many 
eases that have been brought before them, affecting 
nearly every inhabitant of Baltimore, remain undecided. 
However, it is expected that in one of these cases the 
commission will decide that the present switching charges 
assessed by the carriers serving Baltimore are unrea- 
sonable, and by this decision will be materially reduced. 

“The duty of a public service commission is not to 
destroy a corporation, but rather to build up and make 
more efficient those that are now deficient, and while 4 
commission’s decision may be favorable to a corporation 
by reason of the developed facts, there is no more reason 
to condemn the commission as pro-corporation than there 
is for an attorney to expect to win every case he carries 
to court. Justice must prevail.” 


March 16, 1S 





Gener: 


In this ¢ 
lating to the 
available bot 
Bureau and 
vited to writ 
to Regulate 
Interstate C¢ 

Address 
Agent for 

Illinois. 
Billing to 
page 362 | 
Wortp. T 
event of t 
companies 
road comp: 
is there @ 
shipments 
cially so 
much per 
that they 
sarily rest 
for any oO 

The C€ 
act as for 
for the p 
of a com! 
through r 
understan: 
person wil 
ing the t 
an agent 
same tim: 
In fact, | 
published 
affirming 
98, on a 
to the o1 


Differer 


Geors 
the C. D. 
each car 
the form 
no holide 
rate. TI) 
cated on 
three da: 
all cars 
charged 
like to k 
Tules, ar 
days in 
hot be e¢ 
than the 

The 
the use 
can Rai 








vas 
ind, 
‘ely 
iird 
the 


rac- 
379 
Ses. 


| of 


bub- 
om- 
tive 

the 
ther 


0si- 


sOlu- 
1eri- 
ited. 
s of 
:0m- 
both 
e in 


ruce 
vere 
n of 


ther 
ors; 
sion 

the 
t as 
ised, 
alue 
usly 


| the 
l. It 
it is 
nced 
tions 
upon 


nany 
sting 
ided. 
, the 
irges 
nrea- 
iced. 
>t to 
nake 
ile a 
ation 
ason 
there 
rries 





March 16, 1912 





Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall] answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
yited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 


Agent for Carrier May Not Act as Agent for Shipper. 


illinois—“Referring to your answer entitled ‘Local 
Billing to Avoid Higher Through Rate,’ appearing on 
page 362 of the February 24th issue of THE TRAFFIC 
Wortp. Take, for instance, at Galveston, Tex., in the 
event of the parties who are working for the railroad 
companies as stevedores had a contract with the rail- 
road companies on a tonnage basis to load their freight, 
is there any reason why they cannot legally reforward 
shipments for various consignees or consignors, espe- 
cially so when they charge consignee or consignor so 
much per car for loading? In other words, the fact 
that they work for a railroad company does that neces- 
sarily restrict them from doing any other kind of work 
for any other party?” 

The Commission holds that no carrier’s agent may 
act as forwarding or reconsigning agent for the shipper 
for the purpose of securing to the shipper the benefit 
of a combination of local rates which are less than a 
through rate, and our interpretation of this ruling, and 
understanding of the word “agent,” would include any 
person who is regularly employed by the railroad, dur- 
ing the term of his employment. In other words, that 
an agent cannot be an agent for both parties, at the 
same time, and in the performance of the same service. 
In fact, since writing the above, the Commission has 
published Rule 337, Conference Rulings, Bulletin 5, re- 
affirming the principle established in Conference Ruling 
98, on a statement of facts which is almost identical 
to the one you submit. 

* * * 


Differences Between Car Service Rules and Uniform 
Demurrage Code. 

Georgia—‘“‘The A. B. Railway connects at X. with 
the C. D. Railway and is charged per diem 35 cents on 
each car received from the latter road for points on 
the former road, with one day’s allowance on each car, 
no holidays or Sundays being excepted in figuring this 
rate. The A. B. Lumber Co., which owns a plant lo- 
cated on the tracks of the A. B. Railroad, is allowed 
three days’ time, holidays and Sundays not included, on 
all cars delivered them by the C. D. Railway, and is 
charged per diem for every additional day. I would 
like to know if this is in accordance with the per diem 
Tules, and if the lumber company, when allowed three 
days in which to load, but loads in less time, would 
hot be entitled to a credit on other cars detained longer 
than the time allowed.” 

The code of per diem rules governing settlement for 
the use of freight cars was promulgated by the Ameri- 
can Railway Association in behalf of its members, who 
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have subscribed to abide by the same. This provides 
that the rate for the use of freight cars shall be 30 
cents per car per day during the months of March, 
April, May, June and July, and 35 cents for the remain- 
ing seven months, and that days shall be reckoned by 
disregarding the day of receipt and including the day 
of delivery. 

The uniform demurrage code was adopted by the 
National Association of Railway Commissioners, to pro- 
vide a charge assessed by the carriers against the ship- 
per or consignee for the detention of freight cars be- 
yond the time allowed for loading or unloading. This 
rule provides that two days’ free time shall be allowed 
shippers for loading or unloading, computing time from 
the first 7 a. m. after placement of car, and excluding 
Sundays and legal holidays. Under the average agree- 
ment of the demurrage code, credit of one day will 
be allowed for each car released within the first 24 
hours of free time, and a debit of one day will be 
charged for each 24 hours, or fraction thereof, that a 
car is detained beyond the first 48 hours of free time. 
Credits arising on cars belonging to one class of equip- 
ment shall not be used in offsetting debits accruing on 
ears belonging to a different class of equipment. That 
is, box cars, including refrigerator cars, cannot be offset 


against freight cars of all other descriptions. 
co * * 


Cars of Different Capacities Than Are Ordered By 
Shipper. 

illinois.—“The railroad we ship over charged a rate 
of 6% cents per cwt., 40,000 pounds minimum, on slab 
wood for fuel. They have cars 40 feet in length; they 
also have some equipment that are 36 feet and 34 feet 
cars, in which we load to their visible capacity, in 
which we can get in 28,000 pounds or 35,000 pounds. 
We ask for 40-foot cars.” 

Rule 66, Tariff Circular 18-A, in part reads as fol- 
lows: “If a car of smaller capacity than that ordered 
by the shipper is furnished, it may be used on the 
basis of actual weight when loaded to its full visible 
capacity or that that portion of the shipment which can- 
not be loaded into the smaller car will be taken in another 
car and the shipment treated as a whole on the basis 
of the minimum fixed for the car ordered by the ship- 
per; and that if the carrier is unable to furnish a car 
of large dimensions, ordered by shipper, it may furnish 
two smaller cars, which may be used on the basis of 
the minimum fixed for the car ordered, it being under- 
stood that shipper may not order a car of dimensions 


or capacity for which a minimum is not provided in 
the carrier’s tariffs.” 
oo * * 


Connecting Carriers Refusing Shipment Not Prepaid. 

New York.—“We sold a party in Montana a ship- 
ment subject to sight draft attached to order bill of 
lading, or f. o. b. at point of shipment. Instructions 
were given to make shipment under above-mentioned 
terms, and it was given the initial carrier, which car- 
ried it to its connections, but at that point connecting 
earrier refused to accept shipment except on a prepaid 
freight basis, claiming that the tariff showed destination 
point to be a prepaid station. The initial carrier there- 
upon demanded of shipper prepayment of freight charges, 
which was done, and our account charged with the same, 
Meanwhile, our draft had been sent to bank at destina- 
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tion point, and the consignee, having taken up the draft 
and bill of lading, secured delivery of the shipment 
without paying the freight charges, contrary to our 
arrangement with him. We made repeated efforts to 
collect freight charges from consignee, but failed. We 
afterward learned that the destination point was an 
open and not a prepay station. We thereupon filed 
claim with the connecting carrier to reimburse us the 
amount of freight charges advanced, but it declined to 
do so.” 

A common carrier has the same right as any other 
individual or corporation to exact payment for service 
before it is rendered. This common law right of re- 
quiring payment in advatice has not been taken away 
by the interstate commerce act. It has even been held 
that a carrier who, from a bad motive, such as to injure 
and harass the consignee, refused to advance charges 
to connecting lines or to receive and transport freight, 
unless charges upon it for transportation were prepaid, 
that such acts did not subject the plaintiff to undue 
or unreasonable prejudice or disadvantage within the 
meaning of the interstate commerce act. Neither is the 
reason alleged for demanding prepayment material, since 
any or no reason whatever may be advanced, and the 
carrier still rely upon its common law right. 

* * * 


Published Rate Applicable Notwithstanding Misrepre- 
sentation by Carrier’s Agent. 

Ohio.—“‘Referring to the above-entitled article in 
THe TRAFFIC WorLD of Feb. 24, 1912, if the shipper 
had a written quotation of 18% cents, has he no re- 
course against the carrier if he sustained damage? We 
ask this in view of the conditions set forth in section 
8 of the Act to regulate commerce, as amended. The 
decision of the Commission in the case of the Poor 
Grain Co. vs. C., B. & Q. R. R., 12 I. C. C., 418, is very 
clear, but this decision was made on July 8, 1907, while, 
as we understand it, the Act to regulate commerce, as 
amended, and which contains section 8 referred to 
above. became effective July 1, 1911.” 

Answer to the above inquiry was confined simply 
to stating the law on the point in which the inquirer 
was chiefly interested, that is, whether he could se- 
cure the application of the lower rate on the particular 
shipment made. This shipper undoubtedly has a good 
cause of action, in some competent court, both at com- 
mon law and by the Act to regulate commerce, and by 
implication, also before the Interstate Commerce Com- 
mission, as recently held in Opinion No. 1760, for dam- 
ages against the carrier to the full amount sustained in 
consequence of the misrepresentation by the carrier’s 
agent, and might also institute, for the benefit of the 
United States, a penal action, under section 6 of the 
act, for misstating in writing the applicable rate. 

7 os * 


Carrier’s Waiver of Collection Will Not Expand Shipper’s 
Rights. 

Chicago.—“More than two years have elapsed since 
we forwarded a shipment by freight and prepaid the 
charges. Several months later, and within two years 
of this time, we were called upon to pay, and did pay, 
an additional charge upon the shipment, the railroad 
company explaining that an error had been made in the 
charge as at first collected. May we, within two years 
of the time of the payment of this additional charge, file 
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a claim with the Interstate Commerce Commission agg. 
ing for reparation in the sum of that additional charge» 

In the Blinn lumber case, 18 I. C. C., 430, the Com. 
mission substantially held that a carrier’s unlawfy) 
waiver of collection cannot be allowed to expand the 
shipper’s legal rights. That from the time of delivery 
of a shipment, the obligation rests upon the carrier 
to collect, and upon the shipper to pay, the lawfully 
established tariff rate, and neither carrier nor shipper 
may be allowed, by refusal to observe the law’s re. 
quirements, to extend the period within which relief may 
be obtained from the Commission. 


Cottonseed 7 Rates Reduced 


—-_ — 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. ¢. 


The Commission disposed of the complaint of the 
Memphis Freight Bureau and others against the St, 
Louis Southwestern and others by reducing cottonseed 
rates from main line points between Bernue, Mo., and 
Memphis to 12% cents and on the Cairo and New 
Madrid branches to 13% cents; and on its Paragould 
branch, from Bard, Ark., to and including Hornersville, 
Mo., to Memphis 13% cents, and from Paepke, Ark. 
and including Chickasawba, Ark., to 14 cents: and on 
its Pine Bluff-Arkansas River branch to Memphis to 
3% cents. 

These branches were not included in the original 
complaint, hence this supplemental order bringing the 
rates on the branches into conformity with the decision 
in the original case. 


ASKED TO CO-OPERATE. 

The Interstate Commerce Commission has asked 
the co-operation of the various state railway or public 
service commissions in an investigation of the practices 
of railroads in the weighing of both carload and less- 
than-carload freight. 


The Commission states that complaints have been 
received from many quarters and from several branches 
of industry to the effect that weights upon which trans- 
portation charges are assessed at the present time are 
in many cases wrong, and that improper charges and 
serious discrimination result. 


The Public Service Commission of the Second Dis 
trict of New York has sent out a circular letter upon 
the subject addressed to chambers of commerce, col- 
mercial organizations and the shipping public generally, 
in which it says: “It is the desire of the public serv- 
ice commission for the second district to co-operate in 
this investigation, and it now requests that all shippers 
and consignees in the state of New York shall furnish 
to it any information they may have in relation t0 
overweighing of shipments by carriers since Jan. 1, 1910. 


“In forwarding any communication to the public 
service commission upon this subject, it is requested 
that the information furnished be definite and that the 
facts be stated as to each particular instance. Such 
communications should be sent here not later than 
Wednesday, March 20, as the first hearing by the Inter 
state Commerce Commission is to be held at Chicago 
on Monday, March 25, 1912.” 
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NEW RULE FOR BULKY GOODS 


Rule 17-B May Be Amended to Read 40 ft. In- 
stead of 36 ft. Cars in Western 
Classification 





In the course of a hearing before Special Examiner 
Gerry in Chicago this week, R. C. Fyfe, chairman of 
the Western Classification Committee, submitted an im- 
portant amendment of rule 17-B. This rule, which has 
been the cause of much complaint from shippers of 
jong, light and bulky articles, now reads: “Any article 
too large to be loaded through the side door of a 36-foot 
ear, or too long to be loaded through the end window 
thereof, shall (unless otherwise specified in the classifi- 
cation) be charged at actual weight and class rate, pro- 
yiding that in no case shall the charge for the entire 
shipment be less than 5,000 pounds at first class.” The 
proposed amendment is as follows: 

“An article too long to be loaded through the side 
door of a box or stock car 40 feet long, 8 feet 6 inches 
wide and 8 feet high, or too long to be loaded through 
the side door, in window (top or bottom) of a box car 
or stock car 40 feet long, 8 feet 6 inches wide and 8 
feet high, shall, unless otherwise specified, be charged 
at actual weight and class rate, provided that in no case 
shall the charge for the entire shipment be less than 
5,000 pounds at first class.” 

The case which called forth this amendment was 
that of the Brunswick-Balke-Collender Co. against the 
Atchison, Topeka & Santa Fe and about a score of other 
carriers, in which it was charged that rule 17-B is un- 
reasonable and exacting. The complaint set forth that 
repeated requests for the modification of the rule, ask- 
ing for the elimination of the term 36-foot car, had 
been refused by the Western Classification Committee, 
but formal complaints for reparation had been success- 
ful in every instance before the Interstate Commerce 
Commission. It was contended that the rule should not 
be a part of the Western Classification or any other 
classification, “on account of its extreme incompetency 
working a hardship on the manufacturers and shippers 
of light and bulky articles, for the reason that its ap- 
Dlication prohibits the sale of certain articles of mer- 
chandise which cannot be gotten through the door of 
what is termed the ordinary 36-foot box or stock car.” 

James J. Mullin, traffic manager of Brunswick-Balke- 
Collender Co., appeared in support of the complaint, 
and the numerous defendants were represented by H. A. 
Scandrett, L. T. Wilcox, F. G. Wright, C. C. P. Rausch, 
F. G. Wright and R. C. Fyfe, chairman of the Western 
Classification Committee. 

In a formal statement Mr. Mullin said: “It is to 
be understood that we never make request upon any 
carrier in Western Classification territory for special 
equipment for the loading of carload shipments which 
are too long to be loaded through the side or end doors 
of the ordinary 36-foot box car. A package either too 
long or too bulky to be loaded through the side or end 
door is delivered to the freight station of the carrier 
and the receipt which we get invariably bears the fol- 
lowing notation: “Subject to delay on account of length.” 
It is then a question for the carriers to suit their own 


Convenience in providing equipment which will carry the 
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package with other goods to its destination. A great 
many carriers are under the impression that if the rule 
was modified they would be compelled to supply or 
provide equipment for the transportation of packages 
too long to be loaded through the side door of the ordi- 
nary 36-foot car, but such is far from being the case. 
Suppose a railroad was loading a car for a transfer 
station or for a specific destination large enough to 
contain the package without any inconvenience to the 
carrier, the penalty would be inflicted just for the rea- 
son that it would be inspected and the following nota- 
tion made on the billing: ‘Too long to be loaded through 
the side door of the ordinary 36-foot box car.” Our 
manufactured articles which are exposed to the penalty 
are as follows: Counter tops over 20 feet in length, 
invoice value $3 per foot; No. 78 coolers, 7 feet by 8 
feet, value $150; mirror cornices over 20 feet, dimen- 
sions 21 feet by 4 feet by 2 feet 6 inches, invoice value 
$125; partition work ordered by contract.” 

“Do you know what percentage of your shipments 
are too long or too wide to be loaded in a 36-foot car 
by the end door?” asked Examiner Gerry. 


Mr. Mullin was unable to submit figures on this 
point, but said it is only occasionally such a thing oc- 
curs. Most of their shipments are over 5,000 pounds, 
which took care of the penalty. They are only injured 
in instances where they are making less than a carload 
shipment. Other questions elicited the statement that 
the shipment of long counters was hampered by the 
rule. Stock counters run from 12 to 30 feet in length, 
about 30 per cent of them being between 24 and 30 feet. 
There will always be orders, however, for 
counters. 

“For what reason?” inquired Mr. Wilcox. 

“Because the people want them,” was Mr. Mullin’s 
reply. 

“Cannot they be shipped in sections?” 

“Sometimes they are shipped that way, but when 
customers want them in one piece we carry out their 
wishes.” 

Examiner Gerry asked witness to prepare a state- 
ment of the shipments of counters and mirror cornices, 
which seemed to be the only two articles on which 
complaint was founded, so that a definite idea might 
be gained as to difficulties or ease in shipping. 

Mr. Mullin balked at this for a few moments. “I 
don’t think that has anything to do with our applica- 
tion,” he said. “We are asking for the elimination of 
the 36-foot box car, and I don’t think we should be 
called upon ‘for information regarding the composition 
or construction of the articles we ship. We are manu- 
facturers, and our styles are always changing, and I 
don’t think, even if we prepared such a statement, it 
would have any effect on the rule.” 


longer 


a 
“That is for the Commission to determine,” sug- 
gested Mr. Wilcox. 


“The idea of this inquiry,” said the examiner, “is 
to determine the exact situation and give the Com- 
mission the facts in order that it may decide what shall 
be a just rule, or whether the present rule is just or 
not.” 

“The Commission has already expressed itself on 
the subject,” rejoined Mr. Mullin, “in the cases referred 
to in our statement.” 


“That is true,” said Examiner Gerry, “but those 
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cases were individual instances in which the dimensions 
of the articles shipped were specified. This differs from 
those cases in that it is a general application to have 


the rule eliminated; it is an application to have the 
Western Classification changed as a whole.” 

“Not only as to counter tops,” remarked Mr. Fyfe, 
“but with respect to every long and bulky article.” 

“That is why I object,” said Mr. Mullin; “it applies 
to every article We may turn round and go into 
some other business, and have long pieces that would 
be affected by the rule.” 

“You have stated that the long articles only bother 
you about twice a month,” said the examiner. 

“It is not a regular thing,” said Mr. Mullin. “Where 
a shipment is damaged and arrives not according to 
specifications, we have to duplicate that shipment.” 

“I won’t request the statement, then,” said Mr. Gerry. 


To this conclusion, however, Mr. Wilcox entered a 
protest. “I think a statement of that kind,” he said, 
“ought to be furnished as much for our information as 
for the information of the Commission. We are placed 
in this position: They have made a very broad com- 
plaint against the enforcement of one of our rules. That 
rule does not apply solely to Mr. Mullin’s shipments; 
it applies to all manner of light and bulky articles. 
On examination his complaint has narrowed down to a 
complaint against the rule as applied to counters. This 
petition has to be substantiated, and we ought to have 
some information here to enable us to see how far 
counters are damaged by the application of the rule, and 
then we may have to determine how far other articles 
are affected when moved under the rule.” 


Finally Mr. Mullin agreed to furnish the statement 
requested by Examiner Gerry. It is to cover actual 
shipments against which the rule applies and the num- 
ber of shipments of long counters to which it might 
have applied. Mr. Mullin wanted it thoroughly under- 
stood, however, that the statement is made at the re- 
quest of the Commission. He also wanted it understood 
that the Brunswick-Balke-Collender Co. does not want 
to antagonize any of the carriers; they simply want 
a reasonable rule—one that will not hamper the manu- 
facture or the sale of their goods. 


“The Commission understands that, Mr. Mullin,” said 
the examiner. “It is generally understood that those 
actions are brought simply for the purpose of estab- 
lishing a fair and reasonable rule. The Commission 
desires to be and is unprejudiced in those matters; it 
wants full information so as to determine the questions 
involved on the facts, and not by guesswork.” 


In behalf of the defendants generally, Mr. Fyfe testi- 
fied that the question at issue was given careful and 
deliberate consideration at the July meeting of the 
Western Classification Committee. In view of the con- 
flicting information, however, a recommendation was 
made that the chairmen of the Western Classification 
Committee, the Southern Classification Committee and 
the Official Classification Committee should get together 
and endeavor to draft some rule to govern in all three 
territories and to then go before the Interstate Com- 
merce Commission and ask for a hearing on the rule 
so prepared. Unfortunately the three classification com- 
mittees were so burdened with work that they could 
not arrange for this joint meeting. The question was 
earried over to their January meeting, but in the mean- 
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time this Brunswick-Baike-Collender case was brought 
before the Commission, and the committees did not fee] 
that they should act on the matter, owing to the fact 
that it had been submitted to the Commission. 

Prior to 1907, continued Mr. Fyfe, the ratings op 
counters ‘were: 20 feet and under, first class for 20 feet: 
over 20 feet, double first class, and knock-down, third 
class. On June 15, 1907, the Brunswick-Balke-Collender 
Co., by its traffic manager, appealed to the Western 
Classification Committee to eliminate the words not over 
20 feet in length and to eliminate the footnote on page 
75 of the tariff, which also referred to the length fea. 
ture. It was held by the company that the restriction 
as to length was a discrimination against counters, as 
rule 17-B, which covers articles in general, was more 
than sufficient as a penalty for the size. The only parts 
of the counters, knock-down, which measure over 20 
feet are the tops, which are always detached, and that, 
as the said tops can be loaded into a 36-foot car, there 
was no reason for a penalty. The traffic manager ap- 
peared at the meeting of the committee and amendej 
the statement that 24-foot counters were the longest they 
made, giving 25 feet in order to cover the crating 
The committee considered that freight first class, sub- 
ject to rule 17-B, as a reasonable proposition; but, in 
view of the fact that a number of the western lines 
have a large proportion of their equipment just 40 feet 
in length and have few 36-foot cars, the committee con- 
cluded that the rule from 36 to 40 feet would take care 


of all the long articles that might be loaded 
box car. 


Of a total of 969,965 box cars in use, 944,832, or 
97.41 per cent, are 40 feet or under; of the cars 40 
feet and under in length, 114,374 are 40-foot cars, or 
12.1 per cent of the total. The bulk of the long busi- 
ness of the country is not furniture or material such as 
the complainants handle; it consists very largely of 
iron and steel articles, telegraph poles and long timbers, 
boats, fire escapes in long sections, ladders, iron shaft- 
ing, theatrical scenery, etc. 


“How about plate glass?” asked the examiner 


“Plate glass is generally loaded on flat cars,’ al- 
swered Mr. Fyfe. He then suggested the rule quoted 
at the beginning of this report as a substitute for the 
rule on which the complaint is based. 


into a 


Three months ago, continued Mr. Fyfe, the wi 
form classification committee had a conference with the 
manufacturers of showcases, store, banking and offic 
furniture, at which the question of long articles was 
fully discussed. Mr. Shaughnessy, representing the 
Grand Rapids showcase manufacturers, stated that they 
and the national association were taking the position 
that they would make nothing longer than 16-feet sec- 
tions and had cut their stock patterns of all cases, 
counters and shelving to 16-foot unit, which enabled that 
class of freight to be very readily loaded into a 36-foot 
car. With the extension of rule 17 to a 40-foot car 
limit, he contended, there will be no discrimination 
whatever. If a steel beam is offered to the Pennsy!- 
vania road to-day, he said, and there is a 40-foot car 
at the landing platform into which it can be loaded, it 
goes through at the actual weight and fourth class; but 
if another shipper brings an identical shipment to the 
platform destined to a point where they are not loading 
a 40-foot car, it is placed on a flat car and charged 
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at the actual weight, subject to the minimum charge 
provided in their rule for articles on flat cars. 

That is a discrimination, said Mr. Fyfe, and the 
Western Classification Committee claimed that the rule 
should be made specific.as to what a carrier is expected 
to furnish and must furnish. Taking the 40-foot car, 
which can be readily furnished in the West, and estab- 
lishing that as a basis, they will entirely wipe out the 
discrimination and complaints that have existed and 
pe able to take care of 90 per cent of this class of 
business. 

Mr. Mullin said he would submit his case on the 
record; several of the defendants will file briefs. 


Tariffs Suspended 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 11th day of March, A. D. 1912. 

Investigation and Suspension Docket No. 89. 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HAY IN CAR- 
LOADS FROM POINTS IN WISCONSIN TO CHI- 
CAGO, ILL. AND BETWEEN OTHER POINTS. 


It appearing, That there has been filed with the 
Interstate Commerce Commission tariffs containing sched- 
ules stating new individual and joint rates and charges 
and new individual and joint regulations and practices 
affecting such rates and charges, to become effective 
the 15th day of March, 1912, designated as follows: 

Chicago & Northwestern Railway Co., Supplement No. 
ll to I. C. C. No. 6828, Supplement No. 1 to I. C. C. 
No. 7323; Chicago, Burlington & Quincy Railroad Co., 
Supplement No. 12 to C. B. & Q, I. C. C. Nos. 9652 
and 10549: Chicago Great Western Railroad Co., Supple- 
ment No. 14 to C. G. W., I. C. C. No. 4633, Supplement 
No. 10 to C. G. W., I. C. C. No. 4718, Supplement No. 4 
to C. G. W., IL. C. C. No. 4816; Chicago, Rock Island & 
Pacific Railway, Supplement No. 19 to I. C. C. Nos. C- 
8724 and C-9275; Chicago, Milwaukee & St. Paul Rail- 
way, I. C. C, No. B-2491; Chicago, St. Paul, Minneapolis 
& Omaha Railway, I. C. C. Nos. 3805 and 3806; [Illinois 
Central Railroad Co., Supplement No. 9 to I. C. C. No. 
4-6999, Supplement No. 6 to I. C. C. No. A-7526; Min- 
neapolis & St. Louis Railroad Co.; Supplement No. 8 
to M. & St. L., I. C. C. No. 1962, Supplement No. 16 
toM. & St. L., I. C. C. No, 2117; Minneapolis, St. Paul 
& Sault Ste. Marie Railway, M. St. P. & S. Ste. M., 
I. C. C. No. 3071, Supplement No. 7 to I. C. C. No. 2525, 


Supplement No. 1 to M. St. P. & S. Ste. M., I. C. C. No. 
2314. 





It is ordered, That the Commission upon complaint, 
Without formal pleading, enter upon a hearing concern- 
ing the propriety of the advances and the lawfulness 
of the rates, charges, regulations and practices stated 
in the schedules contained in said tariffs. 

It further appearing, That said schedules make cer- 
tain advances in rates for the transportation of hay, and 
the rights and interests of the public appearing to be 
injuriously affected thereby, and it being the opinion of 
the Commission that the effective date of the schedules 
Contained in the tariffs above specified should be post- 
boned pending the hearing and decision; therefore, 
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It is further ordered, That the operation of the 
schedules contained in the tariffs above specified be 
suspended, and that the use of the rates, charges, reg- 
ulations and practices therein stated be deferred until 
the 18th day of July, A. D. 1912. 


And it is further ordered, That the several carriers 
hereinafter named be made defendants to this proceed- 
ing, and that they be duly notified of the time and 
place of the hearing above ordered, and that a copy 
of this order be forthwith served upon each of them, viz.: 


Ahnapee & Western Railway Co.; the Atchison, To- 
peka & Santa Fe Railway Co.; the Baltimore & Ohio 
Railroad Co.; Baltimore & Ohio Chicago Terminal Rail- 
road Co.; the Belt Railway Co. of Chicago; Big Four 
Transfer Co.; Calumet & Southeastern Railway Co.; 
Cedar Rapids & Iowa City Railway & Light Co.; the 
Chicago & Alton Railroad Co.; Chicago, Anamosa & 
Northern Railway Co.; Chicago, Aurora & DeKalb Rail- 
road Co.; Chicago & Calumet River Railroad Co.; Chi- 
cago & Eastern Illinois Railroad Co.; Chicago & [Illinois 
Western Railroad; Chicago & Northwestern Railway Co.; 
Chicago, Indianapolis & Louisville Railway Co.; Chicago, 
Burlington & Quincy Railroad Co.; Chicago Great West- 
ern Railroad Co.; Chicago, Harvard & Geneva Lake 
Railway Co.; Chicago, Indiana & Southern Railroad Co.; 
Chicago Lighterage Co.; Chicago, Milwaukee & Gary 
Railway Co.; Chicago, Milwaukee & St. Paul Railway 
Co.; Chicago, Peoria & St. Louis Railway Co. of Illinois, 
John P. Ramsey and H. M. Merriam, receivers; Chicago, 
Racine & Milwaukee Line; the Chicago, Rock Island & 
Pacific Railway Co.; Chicago, St. Paul, Minneapolis & 
Omaha Railway Co.; Chicago Warehouse &., Terminal 
Co.; Chicago, West Pullman & Southern Railroad Co.; 
the Cleveland, Cincinnati, Chicago & St. Louls Railway 
Co.; Colfax Northern Railroad Co.; Columbia Transfer 
Co.: Copper Range Railroad Co.; Crooked Creek Rai} 
road Co.; Depue & Northern Railroad Co.; Detroit, 
Grand Haven & Milwaukee Railway Co.; Duluth, South 
Shore & Atlantic Railway Co.; Dunbar & Wausaukee 
Railway; East St. Louis Connecting Railway Co.; Elgin, 
Joliet & Eastern Railway Co.; Erie Railroad Co.; Es- 
canaba & Lake Superior Railroad Co.; Fairchild & 
Northeastern Railway; Fort Dodge, Des Moines & South 
ern Railroad Co., Homer Loring and Parley Sheldon, 
receivers; Goodrich Transit Co.; Grand Trunk Pacific 
Railway Co.; Grand Trunk Western Railway Co.; the 
Great Northern Railway Co.; Green Bay & Western 
Railroad Co.; Hanover Railway Co.; Hastings Express 
Co.; Hazelhurst & Southeastern Railway Co.; Hillsboro 
& Northeastern Railway Co.; Illinois Central Railroad 
Co.; Illinois Northern Railway; Illinois Terminal Rail- 
road Co.; Illinois Traction Co.; Indiana Harbor Belt 
Railroad Co.; Interstate Car Transfer Co.; Interurban 
Railway Co.; Iola & Northern Railroad Co.; the Kansas 
City Southern Railway Co.; Kewaunee, Green Bay & 
Western Railroad Co.; La Crosse & Southeasiern Rail- 
way Co.; the Lake Erie & Western Railroad Co.; the 
Lake Shore & Michigan Southern Railway Co.; Lake 
Superior & Ishpeming Railway Co.; Laona & Northern 
Railway Co.; Louisville & Nashville Railroad Co.; Man- 
chester & Oneida Railway Co.; Manufacturers’ Junction 
Railway Co.; Marinette, Tomahawk & Western Railway 
Co., C. H. Grundy, receiver; Mason City & Clear Lake 
Railway Co.; Merchants’ Lighterage Co.; Michigan Cen- 
tral Railroad Co.; Mineral Point & Northern Rail- 
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way Co.; Mineral Range Railroad Co.; Minneapolis, St. 
Pault & Sault Ste. Marie Railroad Co.; the Missouri 
Pacific Railway Co.; Mobile & Ohio Railroad Co.; Muni- 
sing, Marquette & Southeastern Railway Co.; Muscatine 
North & South Railway Co.; the New York, Chicago 
& St. Louis Railroad Co.; Northern Michigan Trans- 
portation Co.; Northern Pacific Railway Co.; Peoria & 
Pekin Union Railway Co.; Peoria Railway Terminal Co.; 
Pontiac, Oxford & Northern Railroad Co.; Rock Island 
Southern Railway Co.; Rock Island Southern Railroad 
Co.; the Minneapolis & St. Louis Railroad Co.; the St. 
Joseph & Grand Island Railway Co.; St. Louis & San 
Francisco Railroad Co.; St. Louis Merchants’ Bridge 
Terminal Railway Co.; St. Louis Transfer Co.; St. Louis 
Transfer Railway Co.; St. Paul & Kansas City Short 
Line Railroad Co.; South Dakota Central Railway Co.; 
Southern Iowa Traction Co.; Southern Railway Co.; 
Stanley, Merrill & Phillips Railway Co.; Terminal Rail- 
road Association of St. Louis; Toledo, Peoria & Western 
Railway Co.; Toledo, St. Louis & Western Railroad Co.; 
Toledo, Saginaw & Muskegon Railway Co.; Vandalia 
Railroad Co.; the Wabash Railroad Co., and F. A. De- 
Jano, Wm. K. Bixby and E. B. Pryor, receivers; Water- 
loo, Cedar Falls & Northern Railway Co.; Waupaca- 
Green Bay Railway; Wiggins Ferry Co.; Wisconsin & 
Michigan Railway Co.; Wisconsin & Northern Railroad 
Co.; Wisconsin Northwestern Railway. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 11th day of March, A. D. 1912. 

Investigation and Suspension Docket No. 89-A. 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HAY IN CAR- 
LOADS FROM POINTS IN WISCONSIN TO CHI- 
CAGO, ILL., AND BETWEEN OTHER POINTS. 


It appearing, That there has been filed with the 
Interstate Commerce Commission a tariff containing a 
schedule stating new individual and joint rates and 
charges and new individual and joint regulations and 
practices affecting such joint rates and charges, to be- 
come effective the 16th day of March, 1912, designated 
as follows: 


Chicago, Milwaukee & St. Paul Railway, Supplement 
No. 11 to C. M. & St. P., I. C. C. No. B-2188. 

It is ordered, That the Commission upon complaint, 
without formal pleading, enter upon a hearing concern- 
ing the propriety of the advances and the lawfuness 
of the rates, charges, regulations and practices, stated 
in the schedule contained in said tariff on page No. 3 
thereof, in item No. 29-B. 


It further appearing, That said schedule makes cer- 
tain advances in rates for the transportation of hay 
and the rights and interests of the public appearing 
to be injuriously affected thereby, and it being the opin- 
ion of the Commission that the effective date of the 
schedule above specified should be postponed pending 
the hearing and decision; therefore, 


It is further ordered, That the operation of the 
schedule above specified contained in said tariff be 
suspended, and that the use of the rates, charges, reg- 
ulations and practices therein stated be deferred until 
the 13th day of July, A. D. 1912. 

And it is further ordered, That the several carriers 
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hereinafter named be made defendants to this proceed. 
ing, and that they be duly notified of the time ang 
place of the hearing above ordered, and that a copy 
of this order be forthwith served upon each of them, viz.: 

Ahnapee & Western Railway Co.; the Atchison, To- 
peka & Santa Fe Railway Co.; Baltimore & Ohio Chi. 
cago Terminal Railroad Co.; the Chicago & Alton Rail- 
road Co.; Chicago & Eastern Illinois Railroad Co; 
Chicago, Harvard & Geneva Lake Railway Co.: Chicago, 
Milwaukee & St. Paul Railway Co.; Chicago, Terre Haute 
& Southeastern Railway Co.; Chicago, Burlington & 
Quincy Railroad Co.; Chicago Great Western Railroad 
Co.; Chicago, Indiana & Southern Railroad Co.; Chicago, 
Milwaukee & Gary Railway Co.; Chicago, Peoria & St. 
Louis Railway Co. of Illinois, J. P. Ramsey and H. M. 
Merriam, receivers; the Chicago, Rock Island & Pacific 
Railway Co.; the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Co.; DePue & Northern Railroad Co.: 
Dunbar & Wausaukee Railway; Elgin, Joliet & Eastern 
Railway Co.; Erie Railroad Co.; Escanaba & Lake Svu- 
perior Railroad Co.; Goodrich Transit Co.; Green Bay 
& Western Railroad Co.; Hazelhurst & Southeastern 
Railway Co.; Illinois Central Railroad Co.: Illinois Ter. 
minal Railroad Co.; Interstate Car Transfer Co.: Iola 
& Northern Railroad Co.; the Kansas City Southern 
Railway Co.; Kewaunee, Green Bay & Western Railroad 
Co.; the Lake Erie & Western Railroad Co.; Marinette, 
Tomahawk & Western Railway Co., C. H. Grundy, re- 
ceiver; Michigan Central Railroad Co.; Mineral Point 
& Northern Railway Co.; Minneapolis, St. Paul & Sault 
Ste. Marie Railway Co.; the Minneapolis & St. Louis 
Railroad Co.; the Missouri Pacific Railway Co.; Peoria 
& Pekin Union Railway Co.; Peoria Railway Terminal 
Co.; Rock Island Southern Railway Co.;: Rock Island 
Southern Railroad Co.; the St. Joseph & Grand Island 
Railway Co.; St. Louis Merchants’ Bridge Terminal Rail- 
way Co.; South Dakota Central Railway Co.; Tama & 
Toledo Electric Railway & Light Co.; Terminal Railroad 
Association of St. Louis; Toledo, Peoria & Western 
Railway Co.; Toledo, St. Louis & Western Railroad Co.; 
Vandalia Railroad Co.; the Wabash Railroad Co., F. A. 
Delano, Wm. K. Bixby and E. B. Pryor, receivers; Wau- 
paca-Green Bay Railway; Wiggins Ferry Co.; Wisconsin 
& Michigan Railway Co.; Wisconsin Northwestern Rail- 
way. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 11th day of March, A. D. 1912. 

Investigation and Suspension Docket No, 89-B. 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HAY IN CAR- 
LOADS FROM POINTS IN WISCONSIN TO CHI- 
CAGO, ILL., AND BETWEEN OTHER POINTS. 


It appearing, That there has been filed with the In- 
terstate Commerce Commission a tariff containing sched- 
ules stating new joint rates and charges and new joint 
regulations and practices affecting such rates and charges, 
to become effective the 15th day of March, 1912, des- 
ignated as follows: 

The Minneapolis & St. Louis Railroad: Co., Supple 
ment No. 9 to I. C. C. No. A-130. 

It is ordered, That the Commission, upon complaint, 
without formal pleading, enter upon a hearing concert- 
ing the propriety of the adyances and the lawfulness 
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of the rates, charges, regulations and practices, stated 
in the schedules contained in said tariff, viz., the sched- 
ules of rates and charges set forth in item No. 62, on 
pages Nos. 7 and 8 thereof, indicated to apply to stations 
in groups Nos. 1 to 9, inclusive, as shown on pages Nos. 
18 to 28, inclusive, of tariff as amended, and indicated 
to apply: from stations indicated by index numbers 2420 
to 2438, inclusive. The character, one in a circle, wher- 
ever same appears in said item No. 62, also character, 
one in a circle, “Cancel,” “Class rates apply,” as shown 
on said pages Nos. 7 and 8 thereof. 

It further appearing, That the said schedules make 
certain advances in rates for the transportation of hay, 
and the rights and interests of the public appearing to 
be injuriously affected thereby, and it being the opinion 
of the Commission that the effective date of the sched- 
ules above specified should be postponed pending the 
hearing and decision; therefore, 

It is further ordered, That the operation of the 
schedules above specified contained in said tariff be 
suspended. and that the use of the rates, charges, regu- 
lations and practices therein stated be deferred until 
the 13th day of July, A. D. 1912. 


And it is further ordered, That the several carriers 
hereinafter named be made defendants to this proceed- 
ing, and that they be duly notified of the time and 
place of the hearing above ordered, and that a copy 
of this order be forthwith served upon each of them, viz.: 

The Atchison, Topeka & Santa Fe Railway Co.; 
Baltimore & Ohio Chicago Terminal Railroad Co.; the 
Chicago & Alton Railroad Co.; Chicago, Burlington & 
Quincy Railroad Co.; Chicago Great Western Railroad 
Co.; Chicago, Indiana & Southern Railroad Co.; Chicago, 
Peoria & St. Louis Railway Co. of Illinois, J. P. Ram- 
sey and H. M. Merriam, receivers; the Chicago, Rock 
Island & Pacific Railway Co.; the Cleveland, Cincinnati, 
Chicago & St. Louis Railway Co.; Elgin, Joliet & East- 
ern Railway Co.; Illinois Terminal Railroad Co.; Indi- 
ana Harbor Belt Railroad Co.; the Kansas City Southern 
Railway Co.; the Lake Erie & Western Railroad Co.; 
Litchfield & Madison Railway Co.; Mason City & Clear 
Lake Railway Co.; Michigan Central Railroad Co.; the 
Minneapolis & St. Louis Railroad Co.; Minneapolis, St. 
Paul & Sault Ste. Marie Railway Co.; Muscatine, North 
& South Railway Co.; Northern Pacific Railway Co.; 
Peoria & Pekin Union Railway Co.; Peoria Railway 
Terminal Co.; Southern Iowa Traction Co.; South Da- 
kota Central Railway Co.; Rock Island Southern Rail- 
way Co.; Rock Island Southern Railroad Co.; Toledo, 
Peoria & Western Railway Co.; Vandalia Railroad Co.; 
the Wabash Railroad Co., F. A. Delano, Wm. K. Bixby 
and E. B. Pryor, receivers. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 11th day of March, A. D. 1912. 

Investigation and Suspension Docket No. 89-D. 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HAY, IN CAR- 
LOADS, FROM POINTS IN WISCONSIN TO CHI- 
CAGO, ILL., AND BETWEEN OTHER POINTS. 

It appearing, That there has been filed with the 
Interstate Commerce Commission a tariff containing sched- 
wes stating new joint rates and charges and new joint 
Tegulations and practices affecting such rates and charges, 
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to become effective the 15th day of March, 1912, des- 
ignated as follows: 

Illinois Central Railroad Co., Supplement No. 14 to 
I. C. C. No. A-7869. 

It is ordered, That the Commission, upon complaint, 
without formal pleading, enter upon a hearing concerning the 
propriety of the advances and the lawfulness of the rates, 
charges, regulations and practices stated in the schedules 
contained in said tariff, viz., the schedules of rates and 
charges stated on pages Nos. 2 and 3 thereof, under the 
caption “Hay (eastbound). For minimum weights and 
articles. taking same rates, see rules 17 and 18,” and 
indicated to apply to stations in Illinois, Indiana, Wis- 
consin, Minnesota, Iowa, Missouri and Kansas, as shown 
on pages Nos, 4 to 9, inclusive, of tariff in groups Nos. 
1 to 9, inclusive, also indicated to apply from stations 
indicated by index numbers 772 to 789, inclusive. 

It further appearing, That the said schedules make 
certain advances in rates for the transportation of hay, 
and the rights and interests of the public appearing to 
be injuriously affected thereby, and it being the opinion 
of the Commission that the effective date of the sched 
ules above specified should be postponed pending the 
hearing and decision; therefore, 

It is further ordered, That the operation of the 
schedules above specified contained in said tariff be 
suspended, and that the use of the rates, charges, reg- 
ulations and practices, therein stated, be deferred until 
the 13th day of July, A. D. 1912. 

And it is further ordered, That the several carriers 
hereinafter named be made defendants to this proceed- 
ing, and that they be duly notified of the time and place 
of the hearing above ordered, and that a copy of this 
order be forthwith served upon each of them, viz.: 

The Chicago & Alton Railroad Co.; Chicago, Burling 
ton & Quincy Railroad Co.; Chicago Great Western Rail- 
road Co.; Chicago, Indiana & Southern Railroad Co.: 
Chicago, Milwaukee & Gary Railway Co.; Columbia 
Transfer Co.; the East St. Louis Connecting Railway 
Co.; Elgin, Joliet & Eastern Railway Co.; Goodrich 
Transit Co.; Hill Steamboat Line; Illinois Central Rail- 
road Co.; Indiana Harbor Belt Railroad Co.; Interstate 
Car Transfer Co.; the Lake Shore & Michigan Southern 
Railway Co.; Michigan Central Railroad Co.; the Min- 
neapolis & St. Louis Railroad Co.; Northern Pacific 
Railway Co.; St. Louis Merchants’ Bridge Terminal Rail- 
way Co.; St. Louis Transfer Co.; South Dakota Central 
Railway Co.; Terminal Railroad Association of St. Louis: 
Union Pacific Railroad Co.; Wiggins Ferry Co. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the llth day of March, A. D. 1912. 

Investigation and Suspension Docket No. 89-C, 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HAY, IN CAR- 
LOADS, FROM POINTS IN WISCONSIN TO CHI- 
CAGO, ILL., AND BETWEEN OTHER POINTS. 


It appearing, That there has been filed with the In- 
terstate Commerce Commission tariffs containing sched- 
ules stating new joint rates and charges to become 
effective the 15th day of March, 1912, designated as 
follows: 


Chicago & Northwestern Railway Co., Supplement 
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No. 12 to I. C. C. No. 6922, Supplement No. 13 to I. C. C. 
No. 6922. 

It is ordered, That the Commission, upon complaint, 
without formal pleading, enter upon a hearing concern- 
ing the propriety of the advances and the lawfulness 
of the rates and charges stated in the schedules con- 
tained in said tariffs, viz., the schedules of rates and 
charges set forth in said tariffs opposite to stations in- 
dicated by index numbers 1623 (Fort Pierre, S. D.) to 
1629 (Nowlin, S. D.), both inclusive. 

It further appearing, That the said schedules make 
certain advances in rates for the transportation of hay, 
and the rights and interests of the public appearing to 
be injuriously affected thereby, and it is the opinion 
of the Commission that the effective date of the sched- 
ules above specified should be postponed pending the 
hearing and decision; therefore, 

It is further ordered, That the operation of the 
schedules above specified contained in said tariffs be 
suspended, and that the use of the rates and charges 
therein stated be deferred until the 13th day of July, 
A. D. 1912. 

And it is further ordered, That the several carriers 
hereinafter named be made defendants to this proceeding, 
and that they be duly notified of the time and place of 
the hearing above ordered, and that a copy of this 
order be forthwith served upon each of them, viz.: 

Ahnapee & Western Railway Co.; Baltimore & Ohio 
Chicago Terminal Railroad Co.; the Belt Railway Co. 
of Chicago; Calumet & Southeastern Railway Co.; the 
Chicago & Alton Railroad Co.; Chicago & Northwestern 
Railway Co.; Chicago & Illinois Western Railroad; 
Chicago, Harvard & Geneva Lake Railway Co.; Chicago 
Junction Railway Co.; the Chicago River & Indiana 
Railroad Co.; the Chicago, Rock Island & Pacific Rail- 
way Co.; Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co.; Chicago, West Pullman & Southern Railroad 
Co.: Elgin, Joliet & Eastern Railway Co.; Escanaba & 
Lake Superior Railroad Co.; Fairchild & Northeastern 
Railway; Green Bay & Western Railroad Co.; Hazel- 
hurst & Southeastern Railway Co.; Hillsboro & North- 
eastern Railway Co.; Illinois Central Railroad Co.; Indi- 
ana Harbor Belt Railroad Co.; Kewaunee, Green Bay & 
Western Railroad Co.; La Crosse & Southeastern Rail- 
way Co.; Macoupin County Railway Co.; Marinette, Tom- 
ahawk & Western Railway Co., Chas. H. Grundy, re- 
ceiver; Michigan Central Railroad Co.; Mineral Point 
& Northern Railway Co.; the Minneapolis & St. Louis 
Railroad Co.; Muscatine, North & South Railway Co.; 
the New York, Chicago & St. Louis Railroad Co.; Pierre, 
Rapid City & Northwestern Railway Co.; the Wabash 
Railroad Co., F. A. Delano, Wm, K. Bixby and E. B. 
Pryor, receivers; Waupaca-Green Bay Railway; Wyom- 
ing & Missouri River Railroad Co.; Wyoming & North- 
western Railway Co. 


Increase 10 Per Cent Per Car 





There is a query in the minds of Commissioners as 
to whether western and southwestern carriers are not 
trying to accomplish by indirection and piecemeal the 
increase in rates that the Commission forbade when it 
declined to permit the general increase in eastern and 
western rates in what are known as the Advanced Rate 
Cases. This query has existed for some time. 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Vol. IX, No. 11 






It became decidedly distinct when the Chicago g 
Northwestern; Burlington; Chicago Great Western; 
Rock Island; Chicago, Milwaukee & St. Paul; Chicago, 
St. Paul, Minneapolis & Omaha; Illinois Central; Minne. 
apolis & St. Louis, and the Minneapolis, St. Paul ¢ 
Sault Ste. Marie filed tariffs naming increases on hay, 
in carloads, from points in Wisconsin to Chicago and 
between other points. 


The 20 tariffs and supplements filed, to become 
effective on March 15, were all suspended March 14 
until July 13, so as to give the carriers an opportunity 


to show what reason there is for increasing the charges, 
The tariffs were to apply to hay moving to Chicago, 
East St. Louis, St. Paul, Duluth, Omaha and other cop. 
suming points in the same general territory. 


As figured by the tariff division of the Commission. 
the rates now range from 10 to 37% cents per 100 
pounds. The proposed increases range from 1 to 3% 
cents per hundred, or from $2 to $7 per carload, making 
substantially an increase of 10 per cent on per car 
earnings. That appears to be the general effect. The 
Commission accountants have not figured how great an 
increase in earnings would be made by the application 
of the proposed rates. The carriers are expected to do 
that when they come to justify the increases. By that 
time the accountants will probably also have some fig. 
ures for purposes of comparison. 


Commends Management 





It is reported from Canada that the Board of Rail- 
way Commissioners for the Dominion of Canada has 
not only withdrawn a ruling against the White Pass & 
Yukon Railway, in Alaska, but has specifically set forth 
in its findings the reason was the efficiency of the pres- 
ent management following a change. The White Pass 
& Yukon Railway Company involved in these proceed- 
ings is now operated under the direction of O. L. Dicke- 
son, who left the Burlington road to assume the presi- 
dency of the Alaskan line. The ruling which was set 
aside was dated January 18, 1911, and provided for a 
reduction of 33 1-3 per cent on freight and passenger 
rates. 


After speaking of the attitude of the former man- 
agement of the road, the finding says: 

“However, the management is changed, and since 
the spring of 1911, when Mr. Dickeson became general 
manager of these companies, the board has no reason 
to suppose that the law has been violated, but, on the 
contrary, has every reason to suppose that he has el- 
deavored to operate the rail division in accordance with 
the requirements of the law. 


“In the earlier years, when the Yukon was not only j 


prosperous, but booming, these railways were profitable, 
and then was the time for the rate reduction. Had the 
Management been so economical then as now no doubt 
substantial reductions could have been made without 
hardship upon the stockholders, 


“We also are of the opinion that these interests, 
under the direction of Mr. Dickeson, will stand in bet 
ter favor among the people than they have in the past; 
at any rate, the better course is to give him an oppor 
tunity to develop certain plans he has formed for the 
improvement and advancement of the country.” 
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INDUSTRIAL TRAFFIC LEAGUE 


Reports at Special Meeting of the National 
Industrial Traffic League, Held at 
Chicago, March 14. 








With President J. M. Belleville in the chair and Mr. 
Ww. D. Hurlbut secretary, this special meeting was quite 
well attended by members from all sections of the country. 

The meeting proceeded with the consideration of the 
regular docket, consisting principally of committee re- 
ports and action thereon. 

The following report was received: 


UNIFORM STATE .LAWS RELATING TO BILLS OF 
LADING. 


The National Industrial Traffic League at its No- 
vember, 1909, meeting indorsed the “Act to Make Uni- 
form the Laws of Bills of Lading,” as recommended by the 
commissioners on uniform state laws. 

The bill was prepared after devoting several years 
to a thorough investigation of the laws of the several 
states and a hearing of all parties at interest, and was 
then carefully drafted, the National Industrial Traffic 
League, through its accredited representatives, partici- 
pating. 

The “Act to Make Uniform the Laws of Bills of 
Lading” has now been adopted by the following states: 
Connecticut, Illinois, New York, Maryland, Ohio, Mas- 
sachusetts, Pennsylvania. 

We are advised by 
sioners on uniform state 


the president of the commis- 
laws that the bill will prob- 
ably be introduced in the legislatures of the following 
states, which will convene during the coming. year: 
Kentucky, Mississippi, New Jersey, Rhode Island, South 
Carolina, Virginia, Louisiana, Georgia, Vermont. 

The attention of our representatives in these states 


has been called to the proposed legislation, and they 
have been requested to co-operate with the state com- 
missioners on uniform state laws in securing the adop- 
tion of the uniform code, with the end in view of 
making the laws relating to bills of lading uniform in 
the different states. 

The co-operation of all of our members in this 


valuable undertaking is urged for the securing of a bet- 
ter legal standing for bills of lading. 
Respectfully submitted, 
J. C. Lincoln, 
Chairman Legislative Committee. 
BILLS OF LADING., 
(a) Uniform. (b) Standard. 
(A) Uniform Bill of Lading. 

While objecting to the Uniform Bill of Lading 
adopted by the lines in Official Classification territory in 
conformity with the recommendations of the Interstate 
Commerce Commission, the National Industrial Traffic 
League recommended to its members, with a view of 
cooperating with the carriers and with the Interstate 
Commerce Commission, the acceptance by shippers of 
the conditions contained in the Uniform Bill of Lading 
form, it being understood that objections to the condi- 
tions contained in the Uniform Bill of Lading with 
the reasons therefor should be filed with the Bill of 
lading . Committee, which committee would give careful 
consideration to the objections made and formulate rec- 
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ommendations as to proposed changes, and in doing so 
should deal with essentials and not with non-essentials. 
After considering objections filed with the committee 
and reasons for same, your committee recommend the 
following changes in the Uniform Bill of Lading: 

Section 1. Eliminate from the second paragraph 
of this section the words, “or for differences in the 
weights of grain, seed or other commodities caused by 
natural shrinkage or discrepancies in elevator weights.” 
Also eliminate from the second paragraph of this section 
the words, “Except in case of negligence of the carrier 
or party in possession (and the burden to prove freedom 
from such negligence shall be on the carrier or party 
in possession), the carrier or party in possession shall 
not be liable for loss, damage or delay occurring while 
the property is stopped and held in transit upon request 
of the shipper, owner or party entitled to make such 
request.” Also insert after the word “export,” in the 
bracketed words “(if intended for export),” the following 
words: “and not covered by through bill of lading to 
a foreign port.” The second paragraph of section 1. 
with these changes, will read as follows: 

No carrier or party in possession of any of the 
property herein described shall be liable for any loss 
thereof or damage thereto or delay caused by the act 
of God, the public enemy, quarantine, the authority of 
law, or the act or default of the shipper or owner; or 
resulting from a defect or vice in the property or from 
riots or strikes. For loss, damage or delay caused by 
fire occurring after 48 hours (exclusive of legal holi- 
days) after notice of the arrival of the property at 
destination or at port of export (if intended for export 
and not covered by a through biil of lading to a foreign 
port) has been duly sent or given, the carrier’s liability 
shall be that of warehouseman only. When, in accord- 
ance with general custom, on account of the nature 
of the property, or when at the request of the shipper 
the property is transported in open cars, the carrier 
or party in possession (except in case of loss or damage 
by fire, in which case the liability shall be the same as 
though the property had been carried in closed cars) 
shall be liable only for negligence, and the burden to 
prove freedom from such negligence shall be on the 
carrier or party in possession. 

Section 2. Eliminate entire section 2, 
as follows: 

“In issuing this bill of lading this company agrees 
to transport only over its own line, and except as other- 
wise provided by law, acts only as agent with respect 
to the portion of the route beyond its own line. 


which reads 


“No carrier shall be liable for loss, damage or in- 
jury not occurring on its own road or its portion of the 
through route, nor after said property has been delivered 
to the next carrier, except as such liability is or may be 
imposed by law, but nothing contained in this bill of 
lading shall be deemed to exempt the initial carrier 
from any such liability so imposed.” 

Section 3. Eliminate from the second paragraph the 
following words, “being the bona fide invoice price, if 
any, to the consignee, at the time and place of ship- 
ment under this bill of lading,” making this paragraph 
read as follows: 

The amount of any loss or damage for which any 
carrier is liable shall be computed on the basis of the 
value of the property (including the freight charges, if 
prepaid), unless a lower value has been represented in 
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writing by the shipper or has been agreed upon or is 
determined by the classification or tariffs upon which 
the rate is based, in any of which events such lower 
value shall be the maximum amount to govern such 
computation, whether or not such loss or damage occurs 
from negligence. 

Eliminate entirely the third paragraph of section 3, 
reading as follows: 

“Claims for loss, damage or delay must be made in 
writing to the carrier at point of delivery or at the 
point of origin within four months after delivery of the 
property, or, in case of failure to make delivery, then 
within four months after a reasonable time for delivery 
has elapsed. Unless claims are so made the carrier 
shall not be liable.” 

Section 4. Strike out the last sentence of this 
section and substitute the following: “Grain in bulk 
consigned to a point where there is a railroad, public 
or licensed elevator, may, if not removed within 48 
hours after notice of arrival has been duly sent or given, 
be there delivered, and if so delivered shall be subject 
to a lien for elevator charges in addition to all other 
charges hereunder.” 

Section 5. Insert as the first paragraph of section 
5 the following: 

The carrier or party in possession shall promptly 
notify the consignor of the refusal or neglect of the 
consignee to accept and remove any of the property 
herein described. 

Section 9. Imsert after the word “route,” 
third line of the first paragraph, the following: 

Except as to property transported under rates which 
include marine insurance. 

(B) Standard Bill of Lading. 

The same objections have been raised to the con- 
ditions contained in the Standard Bill of Lading as in 
the Uniform Bill of Lading, and your committee recom- 
mend that the changes as above set forth in respect 
to the Uniform Bill of Lading be also applied to the 
Standard Bill of Lading. 

Section 1. The following words should be inserted 
in this section, “and the burden to prove freedom from 
negligence shall be on the carrier or party in possession.” 

Section 9. This section contains a radical departure 
from section 9 of the Uniform Bill of Lading, in that it 
undertakes to exempt carriers from liability for damage 
by vermin, leakage, chafing, breakage, heat, frost and 
wet. Your committee would recommend that the provi- 
sions of section 9 of the Uniform Bill of Lading, as 
amended above, be substituted for section 9 of the 
Standard Bill of Lading. 

In conclusion, your committee would recommend a 
joint conference between a committee from the ieague 
and a committee from both the Official and Southern 
territories, with the end in view of harmonizing the 
differences now contained in the provisions of the Uni- 
form Bill of Lading and the Standard Bill of Lading, and 
also adopting one form to apply to the entire United 
States. Respectfully submitted, 

BILL OF LADING COMMITTEE, 
E. E. Williamson, Chairman. 
BILL RELATING TO BILLS OF LADING (CONGRESS). 

At meeting of the National Industrial Traffic League, 
held at Pittsburgh, Pa., April 2, 1908, the following 
report was received and adopted: 


Whereas, The legal status of “order notify” bills of 


in the 
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lading, governing interstate shipments, is not now provided 
for by statute; and 

Whereas, Great confusion has arisen, owing to the con- 
flicting decisions of courts, as to the status of “order 
notify” bills of lading; and 

Whereas, It is of the highest importance to the bank. 
ing and commercial interests of the country, as well as 
to the handlers of the great staple crops, which are moved 
on order bills of lading; be it 

Resolved, That the National Industrial Traffic League 
endorse H. R. Bill 14934 and Senate Bill 4914, and that 
copy of this resolution be sent to each member of the Ip- 
terstate Commerce Committee of the House of Repre- 
sentatives and the Senate of the United States, urging 
that they report these bills for passage at this session of 
Congress; and be it also 

Resolved, That the members of the league be requested 
to urge their congressmen and senators to vote for both 
of these bills when placed upon their passage. 

Note.—No action was taken on this proposed legisla- 
tion at that Congress and the subject was left in the hands 
of the Legislative Committee for further report. 


At meeting of the National Industrial Traffic League, 
held at Chicago, Ill., on Nov. 11-12, 1909, the following 
action was taken: 

At a joint conference held in Chicago on Monday, 
Sept. 13, 1909, of all interested in the bill of 
question, the following resolution was adopted: 


lading 


Resolved, That it is the sense of this conference that 
Congress be asked to pass a law governing bills of lading 
covering interstate shipments, to embody the features con- 
tained in the “bill relating to bills of lading,” which was 
pending before the House committee on interstate and 
foreign commerce, and made the subject of four hearings 
before a sub-committee last winter, and that we recom- 
mend to our respective associations or organizations the 
taking of such steps as will aid in the enactment of such 
measure by Congress. 

It is therefore recommended that such further suit- 
able action be taken by the National Industrial Traffic 
League as will comply with the joint resolution adopted 
at the September 13 conference in Chicago. 

Report received, and it was ordered that matter be 
left with legislative committee for further suitable action. 

Following these recommendations, a bill was intro- 
duced in the House of Representatives, H R. 25335, 
relating to bills of lading, which bill was passed by 
the House and by the Senate was referred to the Sen- 
ate committee on interstate commerce, but, as the Dill 
was not reported out of the committee, legislation thereon 
failed at the 61st Congress. 

With the convening of the 62d Congress, there was 
introduced in the House a new bill, H. R. No. 4726, and 
in the Senate S. 957, containing the same features 4s 
the bill (H. R. 25335) which passed the previous House. 
In, addition there was introduced in the Senate Bill 
S. 4713, patterned after the “Act to Make Uniform the 
Law of Bills of Lading,” as recommended by the com- 
missioners on uniform state laws, which act was in- 
dorsed by the League, and has now been made the law 
in nine of our principal states. 

The Senate committee on interstate commerce hav- 
ing under consideration Bills S. 957 and S. 4713, com 
menced hearings thereon upon February 16 and 17, at 
which time those interests more closely identified with 
banking and the negotiability of bills of lading were 
heard. 

As the shipping interests had not been advised of 
the hearing, upon the completion of their testimony 4 
recess was taken until Friday, March 1, to affard the 
carriers and shippers an opportunity to be heard. 
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Your chairman being advised of this proposed hear- 
jing, issued call for meeting of legislative and Dill of 
lading committees at Washington, in order that proper 
presentation might be made to the Senate committee 
in conformation with the wishes of the League, as ex- 
pressed in its resolutions. 


A meeting of the League committees was held in 
the New Willard Hotel at Washington, D. C., the even- 
ing @ Feb. 29, 1912, to which was invited other ship 
ping interests present in Washington interested in this 
legislation, for the purpose of securing co-operation on 
the part of all interested shippers and receivers. 

After a full discussion of both bills, the merits of 
each being approved, it was generally conceded that 
the Pomerene bill (S. 4713) was the more complete in its 
dealing with the status of bills of lading in all partic- 
ulars, being a complete code on bills of lading, and, as 
practically the same bill has now been adopted in nine 
states and is now pending before other state legislative 
podies, for the sake of securing uniformity in the laws 
of bills of lading, both state and federal, the Pomerene 
bill received the unanimous recommendation of those in 
attendance at this meeting. 


Arrangements were also made for appearances on 
behalf of the shippers before the Senate committee, the 
opening of arguments on behalf of the shipping interests 
to be presented by the legislative committee from the 
League. 

The greater part of March 1 and 2 was devoted to 
hearing counsel on behalf of the carriers, and thus the 
shippers, through lack of time, only put in their views 
in part, a recess being taken until March 15. 

Those in attendance at the Washington conference 
on February 29 were the following: J. C. Lincoln, Mer- 
chants’ Exchange, St. Louis, Mo.; Henry L. Goeman, 
Produce Exchange, Toledo, O.; Geo. A. Schraeder, Cham- 
ber of Commerce, Milwaukee, Wis.; H. G. Krake, Com- 
merce Club, St. Joseph, Mo.; W. M. Hopkins, Board of 
Trade, Chicago, Ill.; Cornelius Lynde, Chicago Associa- 
tion of Commerce, Chicago, Ill.; E. E. Williamson, Wash- 


ington, D. C.; Oscar F. Bell, Crane Co., Chicago, II; 
F. H. Price, Millers’ National Federation, New York; 


F. T. Bentley, Illinois Steel Co., Chicago, Ill.; A. L. 
Goetzmann, Millers’ National Federation, Chicago, III; 
Edw. Andrew, Board of Trade, Chicago, Ill.; Robt. Clark, 
the Davis Milling Co., St. Joseph, Mo.; F. R. Warwick, 
Elwood Grain Co., St. Joseph, Mo.; L. D. Nellis, Kem- 
per Mill & Elevator Co., Kansas City, Mo.; W. T. 
Cornelison, Board of Trade, Peoria, Ill.; C. B. Pierce, 
Board of Trade, Chicago, [ll.; Theo. F. Ismert, Ismert- 
Hincke M., Co., Kansas City, Mo.; G. H. Lewis, Cham- 
ber of Commerce, Cincinnati, O.; F. L. Sullivan, Ameri- 
can Hominy Co., Indianapolis, Ind. 

Mr. Lincoln acted as chairman and A. L, 
mann as secretary. 

In submitting this report it is for the purpose of 
advising our memberships of the progress of bill of 
lading legislation, and to advise that the further prog- 
Tess through Congress is being watched and aided by 
your committee. 

Respectfully submitted, 
J. C. Lincoln, 
Chairman Legislative Committee. 

The recommendations of the bill of lading committee, 

a8 published in full in the November proceedings of the 


Goetz- 
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National Industrial Traffic Leagtie (see page 870, THe 
TRAFFIC WORLD, Nov. 18, 1911), were adopted. A resolu 
tion was also adopted providing for the appointment of a 
special committee of fifteen to arrange for a joint con- 
ference between a committee from the Official, Southern 
and Western Classification Territories and a committee 
from the league, with the end in view of harmonizing 
the differences now contained in the provisions of the 
uniform bill of lading and the standard bill of lading, 
and with the object in view of adopting a uniform standard 
bill of lading to apply throughout the United States. 


Proceedings of Meeting Held in Washington, D. C., Feb. 
27 and 28, 1912, for the Consideration of 

Proposed Changes in Uniform Code of j 

Demurrage and Car Service } 

Rules. , 


Statement. 


At the November (1911) meeting of the National In- 
dustrial Traffic League a resolution was adopted providing 
for the appointment of a committee of twelve, with Mr. 
J. C. Lincoln as chairman, to enter upon negotiations with 
the American Railway Association respecting proposed 
changes in the “Uniform Code of Demurrage and Car Serv- 
ice Rules.” The chairman was authorized to add to the 
membership of the committee and to invite in conference 
other interests which might be directiy interested. 

The American Railway Assoviation, at its November 
(1911) meeting, also authorized Mr. Arthur Hale, its gen- 
eral agent, and chairman of the Committee on Relations 
Between Railroads, to confer with your committee and to 
receive recommendations for changes. 

It is the purpose with the conclusion of these negotia- 
tions to present to the Interstate Commerce Commission 
such joint recommendations as can be concurred in for 
their approval. As to those changes proposed by the ship- 
pers’ committee which are not concurred in, there shall be 
a joint conference with the view of reaching an agree- 
ment—failing which a reference of the points of difference 
to the Commission for final determination, as in the judg- 
ment of the committee may be deemed necessary. 

The meeting of the shippers’ committee held Feb. 
27 and 28, 1912, at Washington, D. C., was for the purpose 
of considering the various propositions and suggestions 
submitted by correspondence to the chairman of your 
committee, and the drafting of a new code better designed 
to meet the necessities of the shipper and receiver of 
freight, and at the same time do no injustice to the car- 
riers, nor to relax all reasonable efforts for the prompt 
release of equipment. 

After a very general discussion of the rules as a 
whole, and the varying conditions which they were desig- 
nated to meet, and the failure to do justice by reason of 
such unequal condition, the rules as now in effect were 
taken up section by section, and two days were devoted 
to a full discussion and consideration thereof, with the 
result that the committee recommend the changes shown 
in the statement which accompanies and is made a part of 
these proceedings. 

J. C. Lincoln, Chairman. 

W. A. Clark, Secretary. 

Note.—The proposed code has been submitted to Mr. 
Arthur Hale, chairman of the committee from the Ameri- 
can Railway Association. Members of the committee will 
be advised of progress, and time and place for next con- 
ference at earliest practicable date. 
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Those in attendance at the conference were the 
following: 
For National Industrial Traffic League. 

J. M. Belleville, G. F. A. Pittsburg Plate Glass Co., 
Pittsburg, Pa. 

L. C. Bihler, T. M. Carnegie Steel Co., Pittsburg, Pa. 

R. H. Day, Mgr. Bd. of Commerce, Detroit, Mich. 

W. M. Hopkins, Mgr. Trans. Dept. Bd. of Trade, 
Chicago, Ill. 

D. O. Ives, Mgr. Chamber of Commerce, Boston, Mass. 

Cc. A. Jennings, Mgr. American Cotton Oil Co., Chi- 
cago, Ill. 

H. R. Moore, T. M. Republic Iron & Steel Co., Youngs- 
town, O. 

H. M. Newlin, Frt. Agt. Pa. Steel Co., Philadelphia, Pa. 

F. T. Bentley, T. M. Illinois Steel Co., Chicago, [Il. 

O. F. Bell, T. M. Crane Co., Chicago, Ill. 

N. B. Kelly, Com. Chamber of Commerce, Phila- 
delphia, Pa. 

H. H. Smith, Mich. Manfs.’ Ass’n, Detroit, Mich. 

H. C. Barlow, ex-Director Chicago Ass’n of Commerce, 
Chicago, Ill. 

W. R. Wheeler, Com. Merchants Ex., San Francisco, 
Cal. 

J. C. Lincoln, Com. Merchants Ex., Si. Louis, Mo. 

By Invitation. 

R. W. Miller, Sec’y Manfs.’ Ass’n, Bridgeport, Conn. 

A. G. Thomason, Demurrage Commissioner, Boston, 
Mass. 

W. A. Clark, Pres. Retail Coal Dealers’ Ass’n of New 
England, Northampton, Mass. 

M. Moon, T. M. Allen Wood I. & S. Co., Phila- 
delphia, Pa. 

J. S. Stillman, Empire Steel & Iron Co., Catasauqua, Pa. 

W. R. Tucker, Sec’y Bd. of Trade, Philadelphia, Pa. 

Thos. O. Cole, T. M. Bethlehem Steel Co., Bethle- 
hem, Pa. 


Demurrage and Car Service Rules. 
(Proposed Changes Shown in Italics.) 


(Present. ) 
RULE 1—CARS SUBJECT TO RULES. ~ 

Cars held for or by consignors or consignees for load- 
ing, unloading, forwarding directions, or for any other pur- 
pose, are subject to these demurrage rules, except as 
follows: 

(a) Cars loaded with live stock. 

(b) Empty cars placed for loading coal at mines or 
mine sidings, or coke at coke ovens. 

(c) Empty private cars stored on carrier’s or private 
tracks, provided such cars have not been piaced or tendered 
for loading on the orders of a shipper. 

Nore.—Private cars while in railroad service, whether 
on carrier’s or private tracks, are subject to these demur- 
rage rules to the same extent as cars of railroad owner- 
ship. (Empty private cars are in railrvad service from 
the time they are placed by the carrier for loading or ten- 
dered for loading on the orders of a shipper. Private cars 
under lading are in railroad service until the lading is re- 
moved and cars are regularly released. Cars which belong 
to an industry performing its own switching service are in 
railroad service from the time they are placed by the in- 
dustry upon designated interchange tracks and thereby 
tendered to the carrier for movement. If such cars are 
subsequently returned empty, they are out of service when 
withdrawn by the industry from the interchange; if re- 
turned under load, railroad service is not at an end until 
the lading is duly removed.) 
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(Recommended. ) 

Cars held for or by consignors or consignees for load- 
ing, unloading afier the transportation service has been 
completed, forwarding directions, or for any other purpose, 
including cars loaded with company material for use of and 
consigned to a railroad company, are subject to these demur. 
rage rules, except as follows: 

(a) Cars loaded with live stock. 

Empty cars placed upon orders for loading live sto k 
by shippers are not exempt. 

(b) No change. 

(c) No change. 

Note.—No change. 


RULE 2—FREE TIME ALLOWED. 
(Present. ) 

(a) Forty-eight hours’ (two days’) free time will] be 
allowed for loading or unloading on all commodities. 

(b) Twenty-four hours’ (one day) free time will be 
allowed— 

1. When cars are held for reconsignment or switching 
orders. i 

2. When cars destined for delivery to or for forward- 
ing by a connecting line are held for surrender of bill of 
lading or for payment of lawful freight charges. 

3. When cars are held in transit and placed for inspec- 
tion or grading. 

(c) Cars containing freight for transshipment to ves- 
sel will be allowed such free time at the port as may be 
provided for in the tariffs of the carriers. 


(Recommended. ) 

(a) No change. 

(b) No change. 

1. When cars are held for switching orders or instruc- 
tions for local disposition. 

2. When cars are held for reconsignment or reship- 
ment in same car received. 

8. No change. 

4. No change. 

5. When cars are stopped in transit to complete load- 
ing or to partly unload (where such privilege is allowed by 
carrier). 

(c) No change. 


RULE 3—COMPUTING TIME. 
(Present. ) 

Note.—In computing time, Sundays and legal holidays 
(national, state and municipal) will be excluded. When a 
legal holiday falls on a Sunday, the following Monday will 
be excluded. 

(a) On cars held for loading, time will be computed 
from the first 7 a. m. after placement on public delivery 
tracks. 

(b) On cars held for orders, time will be computed 
from the first 7 a. m. after the day on which notice of 
arrival is sent to the consignee. On cars held for unload- 
ing, time will be computed from the first 7 a. m. after place 
ment on public delivery tracks, and after the day on which 
notice of arrival is sent to consignee. 

(c) On ears containing freight in bend, time will be 
computed from the first 7 a. m. after permit to receive 
goods is issued to consignees by United States collector of 
customs. 

(d) On cars containing freight subject to state inspec- 
tion, time will be computed from the first 7 a. m. after 
inspection by state officials. 

(e) ‘On ears to be delivered on any other than public 
delivery tracks, time will be computed from the first 7 4. 








March 16, 19 


m. after actu 
gee Rule 4 | 
ive Placemen 

(f) On 
industrial pl 
time will be 
actual or con 
until return 
and 6 (Con 
will not be r 
tions are giv 


Nore.—! 
(a) On 
from the fir 
tracks. See 
(b) On 
from the fit 
arrival is sé 
(c) On 
from the fil 
tracks, and 
to consignee 
(d) O1 
computed f 
goods by U! 
(e) On 
oficial insp 
a.m. after 
spected afte 
the second | 
(f) ©O 
delivery tr: 
time will b 
ment on su 
unloading ; 
after const: 
and 6 (Con 
(g) O 
industrial 
time will b 
change tra 
m. and afi 
following : 
change tra 
tion) and 
Cars r 
forwarding 


(a) ( 
writing, o 
signee, wil 
destinatior 
initials an 
in transit, 
case car 
twenty-fou 
notice of | 

(b) 
party ord 
arrival of 

(ce) 
change tr 
to so del 
signee. 






r load- 
8 been 
urpose, 
of and 
demur. 
> Sto k 
will be 
Will be 
itching 
rward- 
bill of 
inspec- 
to ves- 
nay be 
nstruc- 
reship- 
é load- 
ced by 
olidays 
Vhen a 
uy will 
nputed 
elivery 
nputed 
tice of 
inload- 
r place 
which 
will be 
receive 
ctor of 
inspec- 
. after 
public 
st 7 a. 


March 16, 1912 


m. after actual or constructive placement on such tracks; 
gee Rule 4 (Notification) and Rules 5 and 6 (Construct- 
ive Placement). 3 

(f) On cars to be delivered on interchange tracks of 
industrial plants performing their own switching service, 
time will be computed from the first 7 a. m. following 
actual or constructive placement on such interchange tracks 
yntil return thereto; see Rule 4 (Notification) and Rules 5 
and 6 (Constructive Placement). Cars returned loaded 
will not be recorded released until necessary billing instruc- 
tions are given. 

(Recommended. ) 

NoteE.—No change. 

(a) On cars held for loading, time will be computed 
from the first 7 a. m. after placement on public delivery 
tracks. See Rule 6 (cars for loading). 

(b) On cars held for orders, time will be computed 
from the first 7 a. m. after the day on which notice of 
arrival is sent to the consignee. 

(c) On cars held for unloading, time will be computed 
from the first 7 a. m. after placement on public delivery 
tracks, and after the day on which notice of arrival is sent 
to consignee. 

(d) On cars containing freight in bond, time will be 
computed from the first 7 a. m. after actual release of 
goods by United States collector of customs. 

(e) On cars containing freight subject to recognized 
oficial inspection, time will be computed from the first 7 
a.m. after such inspection, except in the case of grain in- 
spected after 12 o’clock (noon) time will be computed from 
the second 7 a. m. 

(f) On cars to be delivered on any cther than public 
delivery tracks, where carrier line performs the service, 
time will be computed from first 7 a. m. after actual place- 
ment on such tracks at the designated point for loading or 
unloading ; see Rule 4 (Notification); or from first 7 a. m. 
after constructive placement on such tracks. See Rules 5 
and 6 (Constructive Placement). 

(g) On cars to be delivered on interchange tracks of 
industrial plants performing their own switching service, 
time will be computed when cars are placed upon the inter- 
change track before 12 o’clock (noon) from the first 7 a. 
m, and after 12 o’clock (noon) from the second 7 a. m. 
following actual or constructive placement on such inter- 
change tracks until return thereto. See Rule 4 (Notifica- 
tion) and Rules 5 and 6 (Constructive Placement). 

Cars returned loaded are subject to demurrage until 
forwarding instructions are given. 


RULE 4—NOTIFICATION. 
( Present.) 

(a) Consignee shall be notified by carrier’s agent in 
Writing, or as otherwise agreed to by carriers and con- 
signee, within 24 hours after arrival of cars and billing at 
destination, such notice to contain point of shipment, car 
initials and numbers, and the contents, and, if transferred 
in transit, the initials and number of the original car. In 
case car is not placed on public delivery track within 
twenty-four hours after notice of arrival has been sent, a 
hotice of placement shall be given to consignee. 

(b) When cars are ordered stopped in transit the 
party ordering the cars stopped shall be notified upon 
arrival of cars at point of stoppage. 

(e) Delivery of cars upon private or industrial inter- 
change tracks, or written notice to consignee of readiness 


to so deliver, will constitute notification thereof to con- 
signee, 
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(Recommended. ) 

(a) Consignee shall be notified by carrier’s agent in 
writing, or as otherwise agreed to by carriers and con- 
signee, within 24 hours after arrival of cars and billing 
at destination, such notice to contain point of shipment, 
consignor, car initials and numbers, and the contents, and, 
if transferred in transit, the initials and number of the 
original car. In case car is not placed on public delivery 
track within twenty-four hours after notice of arrival has 
been sent, a notice of placement shall be given to consignee. 
When a notice is mailed on Sunday or a legal holiday it 
will be regarded as issued the following day. 

(b) No change. 

(ec) Delivery of cars upon private or industrial inter- 
change tracks, or written notice to consignee of readiness 
to so deliver, will constitute notification thereof to the con- 
signee where waiver of notice as provided in section (a) 
hereof is agreed to by consignee. 

(d) In all cases where notice is required the removal 
of any part of the contents of a car by the consignee shall 
be considered notice thereof to the consignee. 


RULE 5—PLACING CARS FOR UNLOADING. 
( Present.) 

(a) When delivery of cars consigned or ordered to 
private or industrial interchange tracks cannot be made, 
on account of the act or neglect of the consignee, or the 
inability of the consignee to receive, delivery will be con- 
sidered to have been made when the cars were tendered. 
The carrier’s agent must give the consignee written notice 
of all cars he has been unable to deliver because of the con- 
dition of the private or interchange tracks, or because of 
ether conditions attributable to consignee. This will be 
considered constructive placement; see Rule 4 (Notifica- 
tion). 

(b) When delivery cannot be made on specially des- 
ignated public delivery tracks, on account of such tracks 
being fully occupied, or from other cause beyond the control 
of the carrier, the delivery will be made at the nearest 
available point accessible to the consignee and the con- 
signee so notified. 

(Recommended. ) 

(a) When delivery of cars consigned or ordered to 
private or industrial interchange tracks cannot be made, 
on account of the act or neglect of the consignee, or the 
inability of the consignee to receive on such private or 
interchange tracks, delivery will be considered to have been 
made when the cars were tendered. The carrier’s agent 
must give the consignee written notice of all cars he has 
been unable to deliver because of the condition of the pri- 
vate or interchange tracks, or because of other conditions 
attributable to consignee. This will be considered con- 
structive placement; see Rule 4 (Notification). 

(b) When delivery cannot, be made on specially des- 
ignated public delivery tracks, on account of such tracks 
being fully occupied, or from other cause beyond the control 
of the carrier, an opportunity shall be given the consignee 
to indicate desired delivery; if desired delivery cannot be 
made, the delivery will be made at the nearest available 
point accessible to the consignee and the consignee so 
notified. 

RULE 6—CARS FOR LOADING. 
(Present. ) 

(a) Cars for loading will be considered placed when 
such cars are actually placed or held on orders of the con- 
signor. In the latter case the agent must give the con- 
signor written notice of all cars which he has been unable 
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to place because of condition of the private track, or be- 
cause of other conditions attributable to the consignor.. 
This will be considered constructive placement. (See 
Rule 3a.) 

(b) When empty cars, placed for loading on orders, 
are not used, demurrage will be charged from the first 7 a. 
m. after placing or tender until released, with no time 
allowance. 

(Recommended. ) 

(a) No change. 

(b) When empty cars, placed on private tracks for 
loading on orders, are not used, demurrage will be charged 
from the placing or tender until released, with no time 
allowance. 

RULE 7—DEMURRAGE CHARGE. 
( Present.) 

After the expiration of the free time allowed, a charge 
of $1 per car per day, or fraction of a day, will be made 
until car is released. 

(Recommended. ) 

No change. 

RULE 8—CLAIMS. 
(Present. ) 

No demurrage charges shall be assessed under these 
rules for detention of cars through causes named below. If, 
through error, demurrage charges are assessed or collected 
under such conditions, they shall be promptly canceled or 
refunded by the carrier. 

CAUSES. 

(a) Weather interference. 

1. When the condition of the weather during the pre- 
scribed free time is such as to make it impossible to employ 
men or teams in loading or unloading, or impossible to 
place freight in cars, or to move it from cars, without se- 
rious injury to the freight. 

2. When shipments are frozen so as to prevent unload- 
ing during the prescribed free time, or when, because of 
high water or snowdrifts, it is impossible to get to cars for 
loading or unloading during the prescribed free time. 

(b) Bunching. 


1. Cars for Loading—When, by reason of delay or 
irregularity of the carrier in filling orders, cars are 
bunched and placed for loading in accumulated numbers, in 
excess of daily orders. The shipper shall be allowed such 
free time for loading as he would have been entitled to had 
the cars been placed for loading as ordered. 

2. Cars for Unloading or Reconsigning—When, as a 
direct result of the act or neglect of carriers, cars destined 
for one consignee, at one point, and transported via the 
same route, are bunched in transit and delivered in accumu- 
lated numbers in excess of daily shipments, claim to be pre- 
sented to the carrier’s agent before the expiration of the 
free time. The consignee shall be allowed such free time 
as he would have been entitled to had the cars been deliv- 
ered in accordance with the daily rate of shipment. 

(c) Demand of overcharge. 

When the carrier’s agent demands the payment of 
transportation charges in excess of tariff authority. 

(d) Delayed or improper notice by carrier. 

Nore.—When notice has been given in substantial com- 
pliance with the requirements as specified by the rules, the 
consignee shall not thereafter have the right to call in 
question the sufficiency of such notice unless within twenty- 
four hours after receiving the same he shall serve upon the 
delivering carrier a full written statement of his objec- 
tions to the sufficiency of said notice. 

(e) Railroad errors or omissions. 
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(Recommended. ) 

No change. 

(a) Weather interference. 

1. When the condition of the weather during the pre 
scribed free time is such as to make it impossible to employ 
men or teams in loading or unloading, or impossible to 
place freight in cars, or to move it from cars, without: se. 
rious injury to the freight, such additional free time shay 
be added as has been lost by weather interference. 

2. When shipments are frozen while in transit so as to 
prevent unloading during the prescribed free time. 

3. When, because of high water or snowdrifts, it is 
impossible to haul to or from cars for loading or unloading 
during the prescribed free time. 

(b) Bunching. 

1. No change. 

2. Cars for Unloading or Reconsigning.—When, as the 
result of the act or neglect of any carrier, cars destined 
for one consignee, at one point, are bunched at originating 
point, in transit, or at destination, and delivered in accumu- 
lated numbers in excess of daily shipments, the consignee 
shall be allowed such free time as he would have been enti- 
tled to had the cars been delivered in accordance with the 
daily rate of shipment. Claim to be presented to carrier’s 
agent within thirty (30) days. 

(c) No change. 

(d) Delayed or Improper Notice by Carrier.—When 
notice has been given in substantial compliance with the 
requirements as specified by these rules, the consignee shall 
not thereafter have the right to call in question the suff- 
ciency of such notice unless within seventy-two hours from 
7 a. m. following the day on which notice is sent he shall 
serve upon the delivering carrier a full, written statement 
of his objections to the sufficiency of such notice. 

1. When claim is made that a mailed notice has been 
delayed, the postmark thereon shall be accepted as indicat- 
ing the date of the notice. 

2. When claim is made that a notice postmarked after 
3 p. m. did not reach addressee until after the free time 
allowed for unloading had begun to run, additional free 
time of five (5) hours shall be allowed. 

(e) No change. 


RULE 9—AVERAGE AGREEMENT. 
(Present. ) 


When a shipper or receiver enters into the following 
agreement, the charge for detention to cars, provided for by 
Rule 7, on all cars held for loading or unloading by such 
shipper or receiver shall be computed on the basis of the 
average time of detention to all such cars Guring each calen- 
dar month, such average detention to be computed as 
follows: 

(a). A credit of one day will be allowed for each car 
released within the first twenty-four hours of free time. A 
debit of one day will be charged for each twenty-four hours 
or fraction thereof that a car is detained beyond the first 
forty-eight hours of free time. In no case shall more than 
one day’s credit be allowed on any one car, and in no case 
shall more than seven (7) days’ credits be applied in cancel- 
ation of debits accruing on any one car. 


(b) At the end of the calendar month the total num- 
ber of days credited will be deducted from the total number 
of days debited, and $1 per day charged for the remainder. 
If the credits equal or exceed the debits, no charge will be 
made for the detention of the cars, and no payment will be 
made to shippers or receivers on account of such excess of 
credits, nor shall the credits in excess of the debits of any 
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one month be considered in computing the average deten- 
tion for another month. 


(ec) Credits earned on cars belonging to one class of 
equipment shall not be used in offsetting debits accruing on 
cars belonging to a different class of equipment. For the 
purpose of applying this provision, cars shall be deemed to 
consist of two classes: (1) Box cars, including refrigera- 
tor cars; (2) Freight cars of all other descriptions. 


(d) A shipper or receiver who elects to take advan- 
tage of this average agreement shall not be entitled to can- 
elation or refund of demurrage charges under sections (a) 
and (b) of Rule 8. 

(e) A shipper or receiver who elects to take advan- 
tage of this average agreement may be required to give 
sufficient security to the carrier for the payment of balances 
against him at the end of each month. 


RULE 9—DEBIT AND CREDIT, AND AVERAGE 
AGREEMENT. 
(Recommended. ) 

No change. 

(a) No change. 

(b) At the end of the calendar month the total num- 
ber of days credited will be deducted from the total number 
of days debited, and $1 per day charged for the remainder. 
If the credits equal or exceed the debits, no charge will be 
made for the detention of the cars, and no payment will be 
made to shippers or receivers on account of such excess of 
credits, except at the end of each period of three calendar 
months the total number of days credited will be deducted 
from the total number of days debited, and $1 per day 
charged for the remainder as final readjustment. For the 
purpose of this quarterly settlement, the calendar year 
shall be divided into quarterly periods, as follows: First 
period, January, February and March; second period, April, 
May and June; third period, July, August and September; 
fourth period, October, November and December. 

(c) Eliminate. 

(c) Instead of the plan provided by (a) and (b) of 
this rule, receivers and shippers may elect to have the 
actual detention hours, on each car charged, and at the close 
of the calendar month such actual detention shall be com- 
puted to show the average detention for all cars released 
during that month. When such average detention is twenty- 
four hours or less, no demurrage is due; when it is in ez- 
cess of twenty-four hours, the excess shall be paid for at 
the rate of $1 for each multiple of 24 contained in the ex- 
cess, except that in case of industries doing all of the 
switching and placing of cars for themselves, the free time 
shall be an average of 48 hours. 

(d) A shipper or receiver who elects to take advan- 
tage of this debit or credit or average agreement shail not 
be entitled to cancelation or refund of demurrage charges 
under section (b) of Rule 8. 

(e) A shipper or receiver who elects to take advan- 
tage of this agreement may be required to give sufficient 
security to the carrier for the payment of balances against 
him at the end of each month. 

St. Louis, March 8, 1912. 
Mr. Arthur Hale, General Agent, The American Railway 
Association, Chicago, Ill., and New York. 


Dear Sir:—I believe it can safely be said that suffi- 
cient time has now elapsed within which the Uniform Code 
of Demurrage and Car Service Rules has been given a 
fair trial, and an opportunity has been afforded to develop 
the weaknesses or errors existing in the practical opera- 
tion of same. 
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While many objections have been brought to the 
attention of the National Industrial Traffic League, we 
find that these objections arise very largely from the ex- 
istence of dissimilar conditions in certain jndustrial cen- 
ters, and from physical conditions found to exist in cer- 
tain sections of the country. 

A committee was appointed by the National Indus- 
trial Traffic League for the purpose of conferring and 
co-operating with the American Railway Association as 
to a revised code and the presentation of a joint recom- 
mendation to the Interstate Commerce Commission. The 
formation of the committee and the preliminary work you 
are familiar with. 

There was held in Washington, D. C., on Feb. 28 and 
29, 1912, a meeting of a representative committee from 
the league charged with the consideration of the present 
code and the drafting of a new code to be submitted to 
your organization for adoption. The statement which 
accompanies this communication contains a draft of the 
changes and objections we seek to bring about in the 
present code. The work of this committee was carefully 
considered, the code being discussed paragraph by para- 
graph, two full days being devoted to the work. 


While there may appear to be rather a large number 
of proposed changes, you will find upon analysis that many 
of the changes recommended are for the purpose of 
avoiding technical constructions of the rules by making 
them more clear. Many changes are, however, suggested 
due to the great difference in the practice of the carriers 
in different parts of the country; for example, it devel- 
oped that in the West it is a practice to allow switching 
lines a re-claim amounting to from two te five days per 
diem, while in the East a corresponding practice does not 
prevail. The difference under the per-diem reclaim rule 
creates a different situation in the matter of the demur- 
rage charges collectible. 


Another feature which was. developed as indicating 
the difference in railway practice was the fact that in 
one territory it is practically the universal custom to 
make a charge of $2.00 per car on cars held and re- 
consigned at points of diversion, while in another section 
it is customary to permit very generally the reconsign- 
ment without any additional charge. 


It was claimed in New England territory the railway 
employes worked Sundays, nights and holidays sending 
out notices, while this did not appear to be true in the 
West, Sundays and holidays being availed of as days of 
rest from such service. 


In certain sections the roads extend more complete 
service in the way of placing cars where wanted on in- 
dustrial tracks. Again it is found at a number of the 
great industrial plants the railway service and traffic 
conditions are entirely different from those in districts 
consisting of smaller industries. 


The location of an industry as to distance from the 
railway and the system of tracks serving same likewise 
creates dissimilar conditions. 


In the discussion it was also clearly developed that 
in the interpretation of weather interference some car- 
riers -are much more rigid than others. We admit that 
weather interference is a hard rule to interpret, but in 
the interpretation thereof reasonable consideration should 
be extended to the patrons of the carriers. 


It is due to dissimilar circumstances and conditions 
and the lack of uniform practice and uniform service on 
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the part of the carriers that the number of changes de- 
sired could not reasonably be made less. 

Our committee does not believe that in the establish- 
ment of demurrage rules it should be with the idea of pen- 
alizing shipper or consignee by the charging of demurrage 
in excess of regular freight charges in cases of delay which 
arise from causes entirely beyond the control of either, or 
due to the bunching and delivering of the cars beyond the 
ability of the consignee to handle. 

In submitting our recommendation we have not 
undertaken to explain the reasons assigned as to any 
particular rule, believing that your general knowledge 
and that of the members of your committee of the condi- 
tions which prevail will commend the adoption of our sug- 
gestions, but if facts and figures should be desired they 
could then be presented in joint conference. 


In conclusion, I wish to say that the committee has 
no other desire in the recommendations it offers than to 
treat fairly both the carrier and the shipping public. It 
is also the purpose of the committee to make possible the 
greatest use of equipment consistent with the lack of 

4 discrimination and fairness to the shipping public. 


We hope you can give our recommendations your early 
consideration, and that you will advise as to the con- 
clusions reached. It will then be my pleasure to confer 
a | with you respecting further procedure. 

Yours very truly, 
J. C. Lincoln, 
Chairman Demurrage Committee. 
Chicago, March 13, 1912. 

The classification committee recommends that the 
league reaffirm its formér position, namely, that it is un- 
prepared to make any recommendation at this time, as 
to actual uniformity of ratings, but that steps ought to be 


taken at once to provide for a uniform scale of numbering 
classes. 


We, therefore, submit a rough draft of a tentative 
plan by which a gradual change from the present chaotic 
medley of classes to a uniform scale can be made with- 
out any material changes in the ratings and without dis- 
- ruption of traffic or extraordinary expense. Your 
. committee believes that no decision as to the feasibility 
of uniform ratings can ever be intelligently made until 
this essential preliminary work is accomplished. Your 
committee recommends the printing of these schedules, 
and their distribution among our members with letter of 
explanation, requesting their views as to the feasibility 
of the plan, further consideration to be taken at the next 
, meeting of the league. Respectfully submitted, 
bi Classification Committee, 

D. O. Ives, Chairman, 
i J. M. Belleville, 

i J. M. Guild, 
P. M. Hanson, 
W. J. Evans. 

Mr. T. A. McGrath, Minneapolis, and Mr. H. J. Wilson, 

Kansas City, present by invitation. 


Note.—It is the intention to publish in THe TRrarric 
Wor.p of March 23 a number of tables in connection with 
this report, which are considered well worthy of attention. 


A resolution was adopted continuing the subject of 
Western Classification changes in the hands of a special 
committee, with Mr. H. G. Wilson as chairman, to appear 
at the hearing before the Interstate Commerce Commis- 
sion at Washington, April 15. 
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INCOMPLETE EXPENSE BILLS. 


At the April, 1910, meeting of the National Indus. 
trial Traffic League (see printed proceedings) attention 
was called to incomplete expense bills issued by carriers’ 
agents notwithstanding the agreement on the part of 
the American Railway Association with the Nationa} 
Industrial Traffic League pertaining to the issuance of 
legible and complete expense bills. 

For the purpose of securing the reform sought | 
was instructed to enter upon negotiations with the As. 
sociation of American Railway Accounting Officers with 
the view of securing the universal adoption by all car- 
riers of the standard form of expense bill adopted by 
that association, and the printing of a code of instruc. 
tions on the back of each original expense bill. 

I am informed by Mr. R. E. Berger, chairman, 
standing committee on freight accounts, Association of 
American Railway Accounting Officers, that it is quite 
probable that his committee will recommend to the 
Association of American Railway Accounting Officers at 
their meeting to be held next June the adoption of a 
standard freight bill blank, carrying instructions on the 
back thereof conforming in essential features to the 
suggestions of the League. 

It is believed that the adoption of the code of in- 
structions on each expense bill in substantial compii- 
ance with our recommendations will go far toward 
eliminating the issuance of incomplete expense bills. 

Respectfully submitted, 
J. C. Lincoln. 

The report on incomplete expense bills was received. 


REPORT OF FREIGHT CLAIMS COMMITTEE. 


Your freight claims committee can only make a 
report of progress, and by that we mean progress in 
more satisfactory adjustment of freight claims. We 
have had no complaints from any of our members since 
our meeting in November last. 

With a view of obtaining definite information re 
garding the situation, we, a short time ago, addressed 
letters to representative members in various parts of 
the country, and the reports all clearly indicate im- 
provement. 

The traffic manager of one large industrial concern 
reports some improvement in 1911 over 1910, and in 
both years a considerable improvement over those pre 
ceding. He adds it is probable that some considerable 
part of the delay in settlement is due to the method 
of handling vouchers after claims have been investi 
gated and payment authorized; that is, the various rail- 
roads probably prepare reimbursement vouchers at stated 
intervals which may result in several weeks elapsing 
from time of authorization until money is actually paid. 

We think this point is well worth following up. 
Some two years ago we discovered that on one large 
system three to seven weeks elapsed after voucher had 
been made by freight claim department before the cash 
voucher was sent to claimant. We took the matter up 
with the executive department of that road, with the 
result that this extra and, as we thought, unnecessary 
delay was cut down to about one week. 

We would suggest to our membership the impor 
tance of watching matters of this nature and report to 
the chairman of this committee from time to time the 
general situation as to claim settlements. 

Another traffic manager of a large industrial says: 
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‘it is a great pleasure to us to report a decided 
jmprovement in this part of our work. The length of 
time necessary for the settlement of our claims has been 
materially shortened and we note a changed attitude 
on the part of the railroad companies regarding them. 
Our efforts for prompt adjustment are met with equal 
fairness by the transportation companies and we report 
few cases, indeed, where there has been a tendency to 
prolong the settlement. We appreciate the efforts of 
the Traffic League to bring about a better understanding 
petween shipper and carrier in this respect and have 
adopted many of your suggestions in the preparation 
and presentation of our claims.” 

From the letters we have received and from con- 
yersation from time to time with traffic managers of 
large industrials, and also with individual shippers, we 
are led to believe that the railroads are making honest 
efforts to settle claims promptly and should be given 
due credit for the remarkable improvement which has 
been made in this regard in the past few years. 

Respectfully submitted, 
J. F. Ryan, 
Chairman Freight Committee. 

The report of freight claims committee was received, 
and members requested to place before the president any 
cases involving grievous delay in the adjustment of claims. 


PAMPHLET ON PACKING OF FREIGHT, PREPARA- 
TION OF CLAIMS, ETC. 


We had hoped to be able to report to this meeting 
that the corrected pamphlet- relating to the question of 
packing of freight, preparation of claims, etc., had been 
prepared and circulated, but we have been delayed by 
causes beyond our control. The subject matter for 
this pamphlet is nearly all prepared, and we expect 
to be able to put the pamphiet into circulation within 
another month. We have thought it well to add to 
this pamphlet a special chapter dealing with the ques- 
tion of misdescription of freight and insertion of erron- 
eous weights on shipping tickets and bills of lading. 

These are matters of the highest importance, both 
as a matter of justice to the railroads and of obedience 
to the law. Unfortunately, many shippers either do not 
know, or wilfully disregard the fact that the interstate 
commerce law affects them to the same degree as it 
does the railroads, and the violation of the law by ship- 
pers and receivers of freight subjects them to the pen- 
alties prescribed by that law. 


ERECTION OF A PUBLIC BUILDING FOR THE USE 
OF THE INTERSTATE COMMERCE COMMISSION. 

Our president, in a circular letter under date of 
Jan. 1, 1912, called attention to the recommendation in 
the annual report of the Interstate Commerce Commis- 
sion that the government provide for a public building 
for the proper accommodation of the Interstate Com- 
merce Commission, its staff and records. 

The Hon. Adolph J. Sabath of Illinois introduced 
Bill H. R. 18981, providing for an appropriation for the 
erection of a modern building for the use of the Inter- 
state Commerce Commission, which bill was referred to 
the committee on public buildings and grounds. 

It then devolved upon the legislative committee to 
place before Congress the necessities of the Commission, 
both in the interests of the public and the protection 
of the valuable records of the Commission. 

An appeal was then made to each member of the 
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committee to recommend for passage said Bill H. R. 
18981, and, while we are advised that probably no pro- 
vision will be made at this session of Congress for the 
erection of the building for the Interstate Commerce 
Commission, it is felt that same will receive considera- 
tion at the next session. 

In the meantime it is the recommendation of your 
committee that our representatives in Congress be im- 
pressed with the importance of this measure, both from 
the standpoint of economy and the necessity of protect- 
ing the government records, that a suitable building 
should be provided at the earliest practicable date. 

Only last week your chairman was in Washington, 
and it was noticeable that, due to the lack of chambers, 
it was necessary for the Commission to avail themselves 
of hearing rooms in two different hotels. 

It is the recommendation of your committee that 
suitable resolutions be adopted by the National Indus- 
trial Traffic League in support of the bill now before 
Congress, and that each member of the League bring 
about co-operative action on the part of the individual 
organizations. 

Respectfully submitted, 
J. C. Lincoin, 
Chairman Legislative Committee. 

The report on the erection of a public building for the 
use of the Interstate Commerce Commission was received 
and adopted. 

A verbal report of progress was rendered on the rules 
to govern in the weighing of carload freight, and mem- 
bers advised that the matter had been taken up by the 
Interstate Commerce Commission and a hearing thereon 
had been assigned for March 25 at Chicago. The com- 
mittee is arranging for the presentation of testimony be- 
for the Commission in order that the facts may be fully 
developed. By resolution, Mr. J. C. Lincoln was dele- 
gated to appear before the Commission in behalf of the 
membership of the National Industrial Traffic League 
and members desiring to place any information with the 
Commission were requested to cooperate with Mr. 
Lincoln. 

In regard to a national board of trade, the secretary 
of the Department of Commerce and Labor has issued 
a call for a meeting of representative industrial and com- 
mercial associations of the United States at Washington, 
D. C., April 15, for the purpose of a movement for the 
establishment of a national organization representative of 
the commercial interests of the whole country, an in- 
vitation being extended to the National Industrial Traffic 
League to send three delegates to this convention. A 
resolution was adopted authorizing the president to name a 
committee of three to represent the league. 

The attention of the league being called to a bill 
now before Congress providing for the establishment of 
deputy commissioners in the principal cities or districts 
of the United States, a resolution was adopted referring 
the subject to the legislative committee for investigation 
and report. 

The chairman advised for the information of mem- 
bers that the representation at the Washington confer- 
ence also embraced representation on behalf of the fol- 
lowing organizations, in addition to the National In- 
dustrial Traffic League: The National Grain Association, 
the National Millers’ Federation, Counsel of American 
Grain Exchange and American Bar Association. It was also 
explained that the proposed amendments to the bill deal- 

ing with the section relating to shipper’s “load and count” 
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and changes in the bill agreed upon at the joint conference, 
would be presented before the senate committee during 
the course of the hearing. Report received. 

A verbal report was rendered as to the progress of 
negotiations of a joint conference committee composed of 
representatives from the carriers and representatives from 
various grain exchanges and dealers’ associations. The 
subject was thereupon tabled awaiting further report. 

In the matter of “Clearance Bill” (before Congress), 
the subject was continued in the hands of the special 
committee having the same in charge. 


Entertains President Taft 


The President of the United States, its most dis- 
tinguished member, was the guest of the Traffic Club 
of Chicago during his visit to this big railroad center 
on March 9. The members and their ladies gathered in 
the early part of the evening in the banquet-room of 
the Hotel La Salle, and so large was the attendance 
that this splendid room was completely filled. An enter- 
lainment of. varied and attractive features had been 
arranged for the early part of the evening by the enter- 
tainment committee. 

At 11 o’clock President Taft arrived, and spoke 
briefly on matters of interest to railroads and shippers. 
His remarks indicated the purpose of the government 
to extend its activities and regulative powers, particu- 
larly in the line of promoting greater safety. Many rail- 
road men have thought, said he, that the government 
had created a very ponderous and powerful machine for 
regulating matters which arise in the conduct of their 
business. But as time has shown the results of this 
work, criticism which has arisen in regard to past 
activities has gradually subsided, and it is to be hoped 
that the spirit of confidence in the work of these gov- 
ernmental agents will continually increase. The Presi- 
dent emphasized his determination to enforce the laws, 
but denounced in strongest terms the meddlesome busy- 
bodies who are constantly suspicious of violations of 
law where none exists. They announce their intentions 
and suspicions broadcast before making any investiga- 
tion, and conduct it noisily, thus working irreparable 
damage to both railway and shipping interests of the 
country. 

The President stated that he recognized that one 
could not hold up his finger and whistle and bring capital 
into the railroad business, or any other business, and 
that without progress in railroad industry the country 
Was at a standstill He commended the railroads of 
this country in the most definite terms as affording a 
service superior to that rendered in any other country 
in the world. 





Route Abolition Inquiry 


—— 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


-- The Commission on March 8 decided to make an 


investigation of the abolition by the Boston & Maine 


Railroad of one of its routes between ,Chicopee, Mass., 


and New York, via Rensselaer anr Chatham, which 
The, Commission 


abolition took effect on February 21. 
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undertook to prevent that abolition, but its order sys. 
pending the tariffs which the Boston & Maine had cap. 
celed out was not issued until the day after the cap. 
celation of the tariffs became effective. It is anticipateg 
that the cancelation out of this route will work a 
hardship on shippers, and it is for this reason that the 
Commission has decided to enter upon an investigation 
upon its own initiative. The date for the initial hear. 
ing has not yet been set. 

The Commission has suspended Supplement No. 
4 to I. C. C. No. 873, F. A. Leland Southwestern 
Lines Tariff;-which was to have become effective March 
8, to July 6, 1912, during which time it is intended to 
institute. an investigation into the proposed rates on 


lime from Dittlinger, Tex., and other Texas producing 
points to New Orleans, La., which would be advanced by 
the proposed supplement by from 2 cents to 12 cents 


per 100 pounds. 


WANTED 


Competent loss and damage and 
over-charge investigators, Per- 
manent positions. State age expe- 
rience and references. 


Western-Care Traffic World, Chicago 











TRANS-CONTINENTAL FREIGHT C0. 


203 Se. Dearborn Street, Chicago 
'29 Broadway, New York 


GENERAL FREIGHT FORWARDERS 


HOUSEHOLD GOODS, MACHINERY and other 
commodities forwarded to and from the PACIFIC 
COAST and intermediate points at reduced rates. 

Special reductions are offered on MERCHANDISE 
of all descriptions and MACHINERY via Pacific Coast 
to Philippine Islands, China, Japan and all Oriental 
points. Riso Australia and New Zealand. 


Write us for particulars. 



















ARTHUR B. HAYES 
ATTORNEY-AT-LAW 












WESTORY BUILDING 









Former member of the Department of Justice as 
Solicitor of Internal Revenue 
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‘« I! The Effectiveness of the Santa Fe 


sipated 
ork a 


“J Employes’ Magazine as an 


igation 


7 Advertising Medium 


it No, 

estern 

Mareb It Receives the Endorsement of the Chamber of Commerce of the Largest County 
ded to in the United States 


es on 
ducing 


a AN BERNARDINO COUNTY, with an area of over twenty 
| thousand square miles---the largest county in this country and 
— twice as large as any other county in the great state of Califor- 
nia—has been a page advertiser in the Santa Fe Employes’ Magazine 

for over three years. Its Chamber of Com- 


aint merce should know, and does know, just how 





“ee effective its advertising has been, and the 
xpe- secretary of this progressive organization 

of typical California boosters, Mr. E. A. 
420 Vahey, voluntarily adds a few words of 


4 ~~ - At one time the old mail coach was the inter- 
commendation when sending in another mediary through which the business men of the 
East reached the homes in the Great Southwest. 


contract for still another year’s publicity: Now the most discerning ones use good, legible 


type in the Santa Fe Employes’ Magazine, 


Chamber of Commerce 
_ San Bernardino, Cal., January 2, 1912. 
Santa Fe Employes’ Magazine, Chicago, Ill. 
Gentlemen:—It gives me great pleasure to testify as to the value of the Santa Fe Employes’ Magazine as an 
advertising medium.The results received from it in this connection have been very satisfactory. The majority 
of the-requests which we receive for information are secured from our ad in your publication. 


4 E. A. VAHEY, Secretary. 
-_ It is of interest to note from the foregoing that, although the splendid opportunities and advan- 
oast tages of rich San Bernardino County have been advertised in many publications, the Santa Fe 
nta! 


Employes’ Magazine has produced the greater portion of the total number of inquiries. 
From time to time we have printed excerpts from commendatory letters received from firms 
engaged in various lines—from Watchmakers, Overall Manufacturers, Furniture Dealers, 
Typewriter Sales Managers, Railway Supply Manufacturers, Novelty Manufacturers, 
Hotelmen, Landmen and others. 


The Santa Fe Employes’ Magazine has shown its power,as a result producer. And it 
can repeat the process whenever put to the test. 


The market of the Great Southwest is open to you through¥ourfpages, and further 
information is yours for the asking. 


SANTA FE EMPLOYES’ MAGAZINE 


“The Greatest Railroadmen’s Publication Ever Issued’’ ; 
Chicago, IIl. 


— {oe 


Railway Exchange 
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for you. 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN. 


BIND THEM UP 


If you want to keep your back issues of THE TRAFFIC WORLD, let us bind them 









Vol. IX, No. 1 


Per Year, tariff section included, 4 volumes, $5.00 


" omitted, 2 


a 2.50 


We pay NO Transportation Charges. 


THE TRAFFIC SERVICE BUREAU 


30 SOUTH MARKET STREET, CHICAGO 







Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, 


Custom House 


Brokers, etc. 


CARLOAD RATES Less Carload Shipments 


WAKEM & McLAUGHLIN, Lb... 
CHICAGO - - 


- NEW YORK 


Operating nime warehouses, bended and free. Regular com 
bined car service to and from all points; we are the piencern. 


WAREHOUSEMEN—BANKERS—CUSTOMS BROKERS—FREIGHT FORWARDERS 





SUFFALO, N, Y. 


BUFFALO STORAGE & CARTING 
CO., 350-356 Seneca St. “Unsurpassed 
facilities’ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone Ne. 633. 





CAIRO, ILL. 


CAIRO TRANSIT FREIGHT BURBDAU. 
Reshipping and distributing agents. 
Heavy commodities, such as lumber, 
stone, cement and building material 
can be reshipped from Cairo advan- 
tageously. Terms reasonable—service 
good. 


GHICAGO, ILL. 


ITUDSON FREIGHT FORWARDING 
CO., INC., 448 Marquette Bldg. Car- 
load distribution to ail railroads at 
Chicage without teams; L. C. L. ship- 
ments of machinery forwarded at re- 


MIDLAND WARBHOUSD & TRANS- 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemer and insurance 
agents; custom house brokers and 
sustom house attorneys. 













SOUTHWEST TRANS 
FER & STORAGE CO. 
OKLAHOMA CITY, 
OKLA. 





DAVENPORT, 1A. 


nee EXPRESS & bate gy hn 
» 121 Ripley Street. Gen a 
Hany "and forwarding agen 
; storage; ae 
ess consigned to our care will be 
delivered promptly. 





DETROIT, MICH, 
THD READING TRUCK CO., Sixth and 
Congress Streets. Authorized 
agents for the Wabash 
Pacific 





LOS ANGELES, CAL. 


‘Nek meine eee nd els 
uu way an 
distribution; consignments 
loads our specialty Metabticned iat. 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouzes. 





ST. LOUIS, MO. 





SALT LAKE CITY, UTAH. 
A. STIBFEL PIONEER 














TRANSYFES. 
Kearns Building. General transfe 


and distributing Caricad 4s- 
our speci. op: 
prempt. 
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service. 


dling of Red Ball freight; 


authors. In addition 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Officers 


J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

E. G, Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
W. D. Hurlbut, Secretary-Treasurer, 
T. M., Wisconsin Pulp & Paper Co., 

39 Jackson Blvd., Chicago, Il. 


YOU NEED IT 


Railroad Traffic and Rates 


By EMORY R. JOHNSON and GROVER C, HUEBNER 


(UNIVERSITY.OF PENNSYLVANIA), 


An unbiased text-book for the student of trans- 
portation, both in and outside of the railroad 
Explains in detail the development of 
the rate-making in different sections of the coun- 
try, the organization of the traffic departments 
of typical lines, the division of labur, the han- 
how freight and pas- 
senger records are kept. Freight, passenger, mail, 
express and Pullman traffic exhaustively treated. 

This work is ihe result of long study by its 


road men who are specialists in their particular 


illustrated with 
over 150 charts, maps and regroductions of forms 


: , it has had th» benefit of 
the criticism and suggestion of prominent rail- 
flelds. 

Two volumes, over 900 pages, 

actually sed on American railroads today. 
Thoroughly up-to-date. 

Old No.12%— 30S0. MARKET ST., CHICAGO, ILL. 


Price $5.00 Net; Postage 42c Extra 


THE TRAFFIC SERVICE BUREAU 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, Il. 


Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries located 
at Sterling and Rock Falls, Ill. 


SD oak « oes Bes ons President 
fe ee Speer roar Vice-President 
J. W. Platt........Secretary-Treasurer 
fe a are Traffic Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis. 


TENNESSEE. 

The Memphis Freight Bureau. F. M. Nor- 
fleet, President; L. R. Donelson, Vice- 
President; James S. Davant, Commis- 
sioner, Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Hartman, Pres.; 
Carl K, Landes, Secy. 


The Chicago Transportation Association. 


Frank T. Scanlan, Pres.; H. E. Mac- 
Niven, Secy. 


The Traffic Club of New York. E. G. 
Warfield, Pres.; C. A. Swope, Secy. 


The Spokane Transportation Club. Chas. 


W. Colby, Pres. 


Steel Tanks 


Hose Couplings 


Employ it as YOUR Salesman. 


5 Sell The OIL TRADE 


Some 1,100. Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Tank Cars 
Boilers 
Steam and 
Gas Engines 
Chemicals 


You can reach this big 'and"growing market 


ONLY through : 


The National Petroleum News 


Representing Independent Oil Men; 


Rose Building 


Cleveland, Ohio 
Write Us. 











The Traffic Club of Chicago. Frank P. 
Eyman, Pres.; Guy S. McCabe, Secy. 


The Traffic Club of Philadelphia. F. A. 


Bedford, Pres. Cc. W. Summerfield, 
Secy. 

The Traffic Club of St. Louis. A. Hilton, 
Pres.; A. F. Versen, Secy.-Treas. 


The Traffic Club of Pittsburgh. 
Ogden, Pres.; D. L. Wells, Secy. 


The Transportation Club of Indianapolis. 
L. L. Fellows, Pres.; L. E. Stone, Secy. 


bie Traffic Club of New England, Boston. 


E. Byrnes, Pres.; Wm. C. Brown, 
|... 


w. ae 


The Transportation Club of Cincinnati. 
C. C. Spaulding, Pres.; W. C. Hull, Secy. 

The Transportation Club of Louisville. 
. J. Irwin, Pres.; Fred H. Behring, 
ef 

The Transportation Club of Toledo. Thos. 
Conlon, Pres.; L. G. Macomber, Secy. 


The Traffic Club of St. Paul. J. R. Jones, 
Pres.; A. L. Bowker, Secy. 
The Traffic Club of Newark. A. Preston 


Jump, Pres.; Robert E. McHugh, Secy. 

The Traffic Club of Seattle. F. W. Parker, 
Pres.; F. R. Hanlon, Secy. 

The Transportation Club of Detroit, Mich, 
Walter G. Norvell, Pres.; W. R. Hurley, 
Secy. 

The Railroad Club of Kansas City, Mo. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 

The Transportation and Traffic Club, 
Birmingham, Ala. lL. Sevier, Pres.; 
O. F. Redd, Secy. 


The Traffic Club of Minneapolis. F. S. 
Pool, Pres.; F. B. Rowley, Secy. 

Salt Lake Transportation Club. D. R. 
Gray, Pres.; J. W. Ellingson, Secy. 

Traffic Club of Milwaukee. C. J. Bert- 
schy, Pres.; R. M. Thayer, Secy. 
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